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The Buffalo Tests of Car Couplers. 
The Executive Committee of the Master Car-Builders 
Association is this week occupied in carrying out system- 
atic trials of automatic or safety couplers for freight cars at 
Buffalo, N. Y., in pursuance of the circular issued in 
August last, which we here reproduce (omitting paragraphs 
relating to forwarding cars, etc., which are now of no use): 

** The Executive Committee of the Master Car-Builders’ 
\ssociation, acting in accordance with the general instruc- 
tions given by the Association at the last convention, will 
make a public tria) of automatic freight-car couplers at Buf- 
faio, N. Y., on Tuesday, Sept. 15, 1885. . 

“The Executive Committee will be guided by the results 
of their trial in recommending several forms of couplers to 
the railroad companies for further test in actual service. 
They will watch the behavior of those selected couplers until 
one month prior to the next convention of the Association, 
when they will prepare a report, and may recommend for 
universal adoption one or more different forms of automatic 
freight-car couplers. 

* All parties desirous of presenting freight-car couplers to 
the consideration of the Master Car-Builders’ Association are 
invited to participate in this trial. 

“The Committee will not consider or investigate the 
merits of couplers represented only by models, drawings or 
other descriptions. An imperative condition of the trial will 
be that couplers submitted to the Committee must be applied 
to two cars, so that they can be tested at the time and place 
named. 

‘The Executive Committee is not prepared to assist in- 
ventors or owners of patents on car couplers in procuring 
cars to be equipped and delivered at Buffalo ready for trial. 
Negotiations of this character must be conducted directly be- 
tween the owners of the couplers and the railroad companies. 
[t will also be necessary for parties furnishing cars for this 
trial to arrange direct with the railroad companies for their 
return.” 

The Executive Committee met in Buffalo, Sept. 14, and 
issued the following circular for the guidance of all taking 
part in the car-coupler contest : 

*‘ In replying to the question of cost of draw-bar the state- 
ment should cover the following items in detail: 

“1. Cost of applying tonew car, including all attachments 
to the main draw-timbers, such as draw-sills, bolts, springs, 
followers, etc. 

** In making a comparison between the cost of applying the 
new draw-bar and common draw-bar, all parts which are 
common should be stated, showing the difference of applying 
to new car. 

_* 8. Cost of changing old car to take the patent draw-bar, 
giving full details, cost of labor of removing old draw-tim- 
bers and fixtures, and cost of repiacing new draw-bar, giving 
labor and materials. The test will take place to-morrow after- 
noon at 1 o'clock, at Hamburg street crossing, near dock track 
of Erie Railroad.” 

The sub-committee in charge of the test, composed of 
Messrs. F. M. Wilder, R. C. Blackall and J. N. Cloud. 

The report of the Committee on Tests to the Executive 


Committee was as follows, the plan outlined therein being 
adopted ; 


_** Your Committee appointed to consider and devise a plan 
for testing the automatic car couplers at Buffalo Sept. 15, 
would report as follows, and recommend the place herein 
outlined : 

**The cars equipped with couplers for trial will be found 
standing in pairs ona straight piece of track, and they will 
be referred to herein as equipped with couplers A, B,C, D, 
etc.. in the order in which they may happen tobe. The 
shifters used will have a car with old-style link and pin 
coupler of standard height (33 in.) coupled ahead of it. 

** First Test—The car coupled to the shifter will be coupled 
to the car equipped with coupler A, noting comparative 
safety in doing so, also noting whether they can be un- 
coupled without going between the cars. 

‘Second Test—The two cars with coupler A will have the 
coutiguous couplers set so as not to couple, and the cars will 
be run together at the ordinary speed of shifting. 

‘Third Test—Couple the two cars equipped with coupler 
\, both at the ordinary speed used in hand coupling and at 
such greater speed as will safely represent the blows fre- 
quently received by cars in yard-shifting. Uncoupling is to 
be tried after each case. The cars with coupler A will then 
be thrown on a siding and couplers B, C and D proceeded 
with in like manner. 

** In the above tests the couplers will be tested as presented, 
and the promoters of any couplers which employ a loose link 
shall furnish the link to be used, after which the standard, 
10‘¢ in. link (inside) shall be tried in each of such couplers. 

‘In the meantime, and as cars are thrown on the siding, 
the end of one car contiguous to the other car of each pair 
will be blocked up so as to raise the centre of the coupler 3 
in. and test No. 2 repeated subsequently on a track having 
20 degrees curvature (as nearly as may be found convenient), 
and with the cars in this position and also with the blocking 
removed so as to lower the coupler to its normal position, and 
in each case the standard 10!4-inch link will be tried after 
completing the tests with the link presented, unless previously 
found to be unnecessary. 

** Your Committee further recommends that efficient police 
regulations be made to expedite the tests and to avoid per- 
sonal injuries, and that only the representatives of each 
coupler be present at the cars when they are tested, in addi- 
tion to the railroad commissioners and others invited.” 

he list of the car couplers entered for competition is as 
follows : 


CLASS I,—COUPLING IN A VERTICAL PLANE. 
Boston Automatic, Boston. 

Cowell, Cleveland, Ohio. 

Dowling, Columbus, Ohio. 

Hitchcock, East Woolson, N.Y. 

Hein, Lime Rock, Conn. 

Hills, C. H. Blodgett, Burlington, Vt. 
Janney, Pittsburgh, Pa. 

Joo, Roanoke, Va. 

Le Roue & Van Harte, Toledo, Ohio. 
Muller, Atlanta, Ga. 

Simpson, (Wilson Walker), Pittsburg, Pa. 
Thurmond, Forsyth, Ga. 

Titus & Bossinger, Huntingdon, W. Va. 
Westbrook, Port Jervis, N. Y, 

Williams, Brattleboro, Vt, 


CLASS II.—LOOSE LINK AND HOOK. 
Archer, Saratoga, N. Y. 
Hilliard, Middleboro, Mass, 
Keily, Toronto, Canada. 
Marks, Flint, Mich. 
Meadows & Mead, McMinnville, Tenn. 
Fitzgerald & Van Dorn, Lincoln, Neb. 

CLASS IlIl.—FIXED LINK AND NO PIN. 

Ames, Philadelphia, Pa. 
Stanford. 
Smillie, 34 Maiden Lane, New York. 


CLASS IV.—FIXED PIN AND LOOSE LINK. 
Brown. 
Curtis & Wood, 140 So. Fourth street, Philadelphia, Pa. 
Eureka, Grand Rapids, Mich. 
Gifford, Cincinnati. 
Lancaster, Box 143, Cleveland, Ohio. 
McKeen, Easton, Pa. 
Murphy, Port Jervis, N. Y. 
Perry, Chicago. 
Skinner, Flint, Mich. 
Union, Boston, Mass. 
United States, Boston, Mass. 
Whitman, Lyons, N. Y. 

UNCLASSIFIED. 

Barnes, Rochester, N. Y. 
Benedict, Braceville, Ohio. 
Bird, Pratt & Co., Buffalo, N. Y. 
Curry, Ottawa, Canada. 


Emmett, Lo; rt, Ind. 
Hall, Scranton, Ba. 


McKeen, Easton, Pa. 
McCree, Lansing, Mich. 
Morgan, Ann Arbor, Mich. 
Murphy, Port Jervis, N. Y. 
Payne, Packerton, Pa. 
Rapalje, Champaign, III. 
Russell Eccentric. 

Skinner, Flint, Mich. 





——., 


erally were attentive to the business which called them 
together, each laboring for the advancement of the art of 
car-painting, and for the interests of the companies by which 
“z are employed. ‘ - 

he next Convention will be held in Chicago, on the sec- 
ond Wednesday in September, 1886. 








National Association of General 


Ticket Agents. 


This association met, pursuant to call, at the Windsor Hotel, 
New York, at 11 a. m., Sept. 16, President C. A. Taylor in 
the chair. A call of the roll developed the fact that a quo- 
rum was present. The enrollment of new members was next 
in order, and the following signed the constitution: B. F, 
Ripple, F. W. Clark, A. 8S. Hanson, W. F. Parsons, R. B, 
Cooke, H. Collbran, J. A. Fellows, F. B. Chandler, M. P, 
Moran, L. T. Myers, O. H. Briggs and Wm. M. Clark. 

came | the place for next meeting being next in order, 
Chicago, Cincinnati, San Francisco and Portland, Oregon, 
were placed in nomination. 

Chicago, receiving two-thirds of the votes cast, was de- 
clared next place of meeting. 

A report was called for from the committee appointed at 
the New Orleans meeting, on carrying of extra 
extra ous ba e, etc. 

That committee as! for further time, which was granted, 

Miscellaneons business was called for and the Secretary 
read sundry communications—one from A. Maddison, com- 
piler, which was referred to a ial committee of three— 
Cc. P. Atmore, G. A. Whitehead and W. A. Thrall—to be re- 
ported on at next meeting. 

A communication from Mr. Russell P. Hoyt, General 
Manager of the Travelers’ & Traders’ Union, asking for a 
thousand-mile ticket that would be good on seve roads 
for say 5,000 miles travel, was read and referred to the 
General Committee, which Committee reported as follows: 
That the wide difference of opinion prevailing among 
the different railroads of the country as to the various 
features of. this subject in the matter of form of ticket, 


Passenger and 


.] 





The tests commenced on Tuesday at 1 p. m. and con- 
tinued tiJl 5 p.m., 18 couplers being tested on a straight 
piece of track. Further trials on curved track and with 
trucks blocked up were to take place during the remainder 
of the week. 

The couplers tested on Tuesday were the Russell Eccentric, 
the McKeen, the Curtis & Wood, the Payne, the Archer, the 
Smilie, the Marks, the Union, the Whitman, the Lancaster, 
the Keily, the McCree, the Boston Automatic and the Barnes 
The tests continued on Wednesday and Thursday. 

On Tuesday one additional entry was made, the Stanford, 
Elizabeth, N. J., which has very recently been patented. 

The interest in the trials is very great, and a large number 
of railroad men are present. Railroad Commissioners Ap- 
thorp, of Ohio; McPherson, of Michigan, and Coffin, of Towa, 
are also present. 








Master Car Painters’ Association. 
The sixteenth annual convention of the Master Car Paint- 
ers’ Association was held at Toronto, Canada, Sept. 2, 3 and 
4, with 35 members in attendance. 

The annual report of the Secretary gave 113 members; the 
additions during the year being 19. 

The receipts for the year were $225; expenses, $131 ; leaving 
a balance in treasury of $378. 

The officers elected for the ensuing year were : President, 
F. S. Ball, Pennsylvania Railroad, Altoona, Pa. ; First Vice- 
President, William Davis, Canada Southern, St. Thomas, 
Ont. ; Second Vice-President, E. L. Fetting, New York & 
New England, Norwood, Mass. ; Secretary and Treasurer, 
Robert McKeon, New York, Pennsylvania & Ohio, Kent, O. 

The several subjects on the programme were taken up in 
their order and much valuable information brought out dur- 
ing the discussions; and the several papers read by the com- 
mittee on each subject were interesting and instructive to all. 

The subjects for next convention were selected and given 
to the members, so that a year’s practical study and experi- 
ments may be had on them before being brought forward for 
discussion. 

A series of tests is to be made with colors prepared with 
different or varying portions of raw oil, japan and turpen- 
tine, so that it may be definitely ascertained which gives the 
best results as to wear on passenger cars, also with rubbing 
and wearing varnishes, and the finishing of wood in its nat- 
ural color for outside finish of passenger cars. 

All committees will prepare panels in October, 1885, by 
the different methods given ina circular to be sent out by 
the Secretary, expose them to the weather on the east side 
of their shops, continuously until Sept. 1, 1886, and produce 
them for inspection at the next convention. Different opin- 
ions have been advanced as to the durability of elastic, 
half-elastic and flat colors, and these tests are ordered for the 
purpose of deciding, or at least securing more reliable infor- 
mation on this very important question in the preparation of 
car body colors. A number of subjects were chosen by the 
meeting for discussion at the next convention, and a com- 
mittee of two members on each, were appointed to prepare 
papers for the opening of questions. 

Several amendments were made to the constitution and by- 
laws of the organization. The date of the annual meeting 
was changed from the first Wednesday in September to the 
second Wednesday. 

The name of the Association was changed to the Master Car 
& Locomotive Painters’ Association of the United States and 
Canada. 

An amendment adopted provides that members who may 
retire from active service in the car or locomotive paint shop 
may retain their membership in the Association, being classed 
as honorary members, having no vote in the meetings and not 
being eligible to office. 

Exhibits were made of improved stencils for freight car 
lettering and railroad sign work, which did away entirely 
with filling in with pencil after _stencilling, the letter being 
stencilled a full finish. Mr. D. D. Robertson, Master Painter 
of the Michigan Central Railroad, the owner and applicant 
for patent, stated that his road was saving fully 50 per cent. 
by the use of the stencil on their lettering. 

Mr. E. L. Fetting, Master Painter of the New York & New 
England road, illustrated his mode of cleaning brass and 
plated car trimmings by a blue print, showing the plan of 
construction of tanks and other appliances used. 

A number of finely-finished panels were shown for the in- 
side finish of coaches, which were made to represent different 
varieties of wood simply by the application of colored stains 
on plain wood, and which could be used with good effect in 
the decoration of wood head-linings and the panel finish be- 
tween windows. : 

A resolution of thanks to railway officials was passed for 
their recognition of the Association, by their giving members 
free transportation to the Convention. 








rates, etc., renders it impracticable to adopt the plan of a 
universal thousand-mile ticket, as suggested by the Travelers’ 
& Traders’ Uniov. This report was adopted. 

Another communication rom Mr. Hoyt, asking for in- 
creased allowance of free baggage for commercial travelers, 
was read and refused, on the ground that it was contrary 
to all former rulings of this Association. 

The matter of rates to the meeting of the American Board 
of Commissioners for Foreign Missions, to be held at Boston, 
Dec. 16, was taken up by the General Committee, and it was 
decided to grant those paying full fare going return pass- 
ages (on the certificate plan) at one-third of the regular un- 
limited rate. 

A resolution was offered and carried that this Association 
indorse the action of the General Baggage Agents’ Associa- 
tion on the matter of concealed losses. 

Mr. Reau Campbell, editor of A Pointer, was here called 
upon to address the Association on the subject of the New 
Orleans Exposition for this coming winter. Mr. Campbell 
stated that he did not know that he could say anything in 
conga but that the managers of the Exposition had asked 

nim to secure as low a rate as possible for transportation 
rates ; that the Exposition was going to be in much better 
shape this winter than last. A double-track railroad was 


: being built to the grounds, the fare 20 cents for the round 


trip. That they had profited by last winter’s experience and 
proposed to improve their position very much over last one. 

A special committee of six was appointed to examine the 
various forms of mileage tickets in use and to report with 
recommendations to next meeting, the members being Messrs. 
Morse, Flanders, Shattuc, F. Chandler, C. 8S. Stebbins and 
N. W. Fuller. 

Mr. J. W. Morse, of the Missouri Pacific Railroad, ad- 
dressed the Association on the coming meeting of the Grand 
Army of the Republic, at San Francisco, in 1886. Mr. Morse 
said the fare for the round trip from Missouri River points to 
San Francisco and return would be $50 going and returning 
by same route, with option to return by another route at a 
small additional charge. 

The following were elected honorary members : W. M. 
Anthony, J. A. Kingsbury and E. P. Wilson. 

Mr. W. F. Allen, on behalf of the National Railway Pub- 
lishing Co., extended to members of the Association and their 
families an invitation for a special drive to Gen. Grant's 
tomb and Mt. St. Vincent, returning by Central Park, to 
leave Windsor Hotel at 11 a. m. on Wednesday, Sept. 16. 

The invitation was very generally and gratefully accepted. 

The usual votes of thanks were passed, and the Association 
adjourned to meet at Chicago, March 16, 1886. 











Hydraulic Boiler Tests. 


The substance of the report of the committee of the Master 
Mechanics’ Association appointed to report on this subject, 
is given herewith. 

After reprinting the circular and explaining that, realiz- 
ing the fact that it is the general practice to combine 
other tests with hydraulic, they had ventured so far to exceed 
their instructions as to solicit information on other tests in 
connection therewith ; and after putting in the complaint 
that only 13 answers had been received from 240 circulars 
sent to as many members, the Committee say : 

Of the 13 replying to the circular, three are entirely op- 
posed to a tests, one saying he thinks it an injury to a 
boiler, and another says he has seen a boiler tested to 120 Ibs. 
by hydraulic pressure, that leaked at every joint, but was 
perfectly tight under an equal pressure of steam. Of the 10 
members reporting who favor hydraulic tests, all give de- 
cided preference to hot over cold water as giving proper ex- 

nsion to the parts, and favor the introduction of hot water 
in preference to firing the boiler filled with cold water, as the 
want of circulation by this plan is likely to produce unusual 
expansion ; and while some favor frequent tests and others 
think them only necessary after general repairs to boilers, 
they all recommend careful inspection to detect pitting and 
"sete and hammer tests to detect defective stays and 

races. The excess of tests over working pressure recom- 
mended by different members, varies from 25 to 40 Ibs., and 
while they do not consider the test at rest conclusive as to its 
perfect safety under all conditions of service, yet they con- 
sider it as conclusive as any test under such condition. 

Mr. Lawson, of the Lawson Non-explosive Boiler Co., to 
whom a circular was sent, replies : 

‘*T think hydraulic tests desirable with pressure sufficient 
to discover leaks and weak parts which might escape the eye, 
and as often as there is reason to think that parts of the 
boiler may have become weak from corrosion or other causes. 
I think a pressure not exceeding one-fifth of the tensile 
strength of the boiler can do no harm to the seams.” 

r. Johann, of the Wabash, St. Louis & Pacific Railway, 
says he is decidedly opposed to the excessive cold hydraulic 
test, as he considers it liable to create a defect where none 





The meeting was unusually interesting, and: members gen- 
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are doubtless familiar) and connecting to a system of steam | 
pipes running to the pits. | 

Mr. Barnett, of the Grand Trunk, favors careful measure- 
ments of the boiler both under pressure and after pressure is 
removed, to determine if any alteration of shape occurs or 
permanent set after pressure is removed. 

Your Committee, after a somewhat extended experience in 
testing both new and old boilers, added to what information 
they have gathered from other sources, would respectfully 
recommend that all boilers intended to carry ordinary press- 
ure in service should be tested when new to 180 lbs. hy- 
draulic pressure by introducing hot water; and after the 
boiler shall have become warm, so as to produce uniform ex- 
pansion, the pressure to be applied and a careful examination 
made to determine if any change of shape is produced in any 
of the parts that would indicate weakness in design or ma- 
terial; and an examination after pressure is removed of 
stays and braces, to see if any weakness is developed or un- 
due strain thrown upon individual members; for we are 
thoroughly of the opinion that a new boiler that will not 
stand a hot-water pressure of 180 Ibs. without movement of 
its parts or overstraining is not absolutely safe to stand the 
strain of service through its ordinary life. 

For all subsequent tests, preceded by a careful inspection, 
as specially of stay bolts by hammer tests, we would recom- 
mend a hydraulic pressure by hot water of not less than 25 
lbs. above working pressure. We consider a pressure test the 
only perfect one for a boiler, inasmuch as it reaches every 
point and exposesevery defect possible to reach at rest. Defects 
that, through inadvertence or position, might escape other 
methods will not escape this. We also believe hot water to 
be sufficiently elastic to thoroughly equalize the pressure, 
and as it will expose a leak more readily than steam, and 
can be much more economically applied, and is also much 
more cleanly in its application, we most heartily recommend 
it as the most proper test available. And now, in conclusion, 
we approach the question of the frequency of tests with 
some trepidation, but inasmuch as the efficiency of any 
method depends upon its systematic application, we are con- 
«trained to recommend a periodical inspection and test every 
12 months for the first two years of the life of a boiler, and 
thereafter every six months of all boilers in service. 


The committee, which consisted of W. N. Sprague, W. L. 
Hoffecker and D. O. Shaver, also submitted the following 
boiler-test rules of the Pennsylvania Railroad as a part of 
their report, as in their opinion among the best extant : 


RULES FOR TESTING BOILERS ; PENNSYLVANIA RAILROAD. 


“ Boilers of Locomotives,—The boilers of new locomotives 
must be subjected toan hydraulic pressure of 25 lbs. per 
sjuare inch above their rated working pressure, before going 
into service, 

‘* This test raust be made once a year for the first two years, 
and thereafter every six months. : 

* When boilers are being tested, the foreman of the ma- 
chine shop having under his charge the repairs of locomotives 
must attend personally, remaining outside, while an assist- 
ant examines the fire-box from the inside. 

“A record of all tests must be made, giving dates, and 
anything worthy of mention, which must be signed by the 
foreman and the person assisting. 

‘* The boiler must be heated to near the boiling point of 
water before the test is commenced. 

* Special examination of the stay-bolts of locomotives in 
ware must be made not less frequently than once every 
week. 

* An inspector especially trained for the service must tap 
each stay-bolt from the fire-box side, and judge from the 
ound which of them are broken. 

nt examinations are made there must be not less 
than 30 lbs. of steam pressure upon the boiler, which will 





produce sufficient strain upon the stay-bolts to cause th 
separation of the parts of broken ones, Should the boiler not 


1.—In Position for 


Fig. Side Track. 
PRICE’S FROGLESS SWITCH, 


be fired up, the examination may be made after drawing all 


the water from the boiler, in which case the vibration of the 
sheet after striking the bolt will indicate any unsoundness. 
The latter test is preferable when it can be made without in- 
convenience. 

‘He must keep an accurate record of the location of each 
imperfect bolt, and report the same to the master mechanic, 
who will decide, from the position of the bolts and the con- 
struction of the boiler, whether the locomotive must be with- 
drawn from the service. 

‘* No locomotive must be allowed to remain in service when 
there are one or more stay-bolts broken in the top row. 

‘* The dates of all tests of boilers and examinations of stay- 
bolts must be given by the road foremen of engines on their 
monthly reports to this office. 

‘Stationary Boilers.—Stationary boilers carrying 100 Ibs. 
pressure per square inch must be tested in accordance with 
the instructions given for locomotive boilers, including the 
examination of stay-bolts. 

‘* Stationary boilers carrying less than 100 Ibs. pressure 
per square inch must be subjected to a hydraulic pressure of 
50 per cent. in excess of their rated pressures once in every 
six months, and a special examination made of the stay-bolts 
both before and after the pressure has been applied, in the 
manner prescribed for the examination of the stay-bolts of 
locomotives. 

‘* Stationary boilers of odd types, such as those used over 
heating furnaces, must be tested the same as other stationary 
boilers, so far as the pressure and dates of test are concerned, 
and must be examined with reference to the particular con 
struction of each boiler. 

‘* Tt must be understood that the foregoing rules apply to 
ALL boilers, whether located at the shops or at outlying 
points, and that they are in the direct charge of the master 
mechanic in whose district they may be placed. 

‘* The dates of all tests and examinations must be promptly 
reported to this office, giving also the general condition of the 
boilers and noting any stay-bolts or braces found to be broken.” 

Approved July 15, 1884. 





A Frogless Main Track. 

The illustrations herewith show one of the devices for 
obtaining a ‘‘ frogless main track,” referred to in our issue 
of Sept. 11, in a description of a ‘‘German Frog for Fac- 
tory Sidings ;” the latter being a device of much simpler 
and less perfect type, but of similar purpose. The one 
here illustrated is the invention of Mr. C. B. Price, 
Superintendent of the River Division of the Allegheny Val- 
ley Railroad. Another one, the invention of Mr. W. W. 
Mansfield, Engineer of Maintenance of Way of the Chicago, 
St. Louis & Pittsburgh Railroad, we have yet to illustrate, 
which differs in the means adopted to secure the same end— 
plainly a most important end—which has been experiment- 
ally solved by both these gentlemen with such completeness 
as is implied by a successful test of some months in actual 
service. The views here given are reproduced from photo- 
graphs of the second switch put in at Verona, on the Alle- 
gheny Valley Railroad, some 11 miles from Pittsburgh, 
where it has been in use without accident of any kind since 
February last, together with others at other points for a less 
time. In the device illustrated (as also in the one we have 
yet to illustrate) the usual motion of throwing the switch 
throws not only the point-rails, but also the peculiarly shaped 
plate, which serves as a substitute for the frog, to carry the 
wheels taking the side-track over instead of through the main 
rail, 
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Fig. 2 represents the combined switch and frog set for the 
| main track, showing an unbroken main track at the point 
usually occupied by the frog; and fig. 1, the same set 
| for the siding, with the movable frog in position to perform 
| its duty. Fig. 2 givesan enlarged view of the frog-substi- 
| tute, showing all the parts and manner of working. 
| It will be seen that the switch and frog are connected by 
| means of rods # and R’, and are thrown in unison (as is also 
| the target) by a switch lever W. situated midway between 
\the two. The frog-bar A, fig. 2, is pivoted at its heel X, in 
| such position with respect to the siding rail S that when the 
| switch and frog are thrown forthe siding, as in fig. 1, the 
line a a, on the frog-bar A is in line withthe gauge edge of 
the rail S, which latter is elevated on cast-iron or other chairs 
so as to bring it to the requisite level above the main rail. As 
the frog is in the outside rail of the siding, this super-eleva- 
tion is not only unobjectionable but desirable in itself. With 
permanent frogs, held down rigidly to the level of the main 
track, elevation isimpossible, though often loudly called for by 
sharp curvature at that point; and it may be that this lack of 
elevation is the cause of many obscure derailments at or near 
frogs while pulling in or out of sidings. The elevation of 
about 2 in. furnished by the Price frog obviates this difficulty 
in part at least, if it exists, and it is not unreasonably 
claimed to make it possible to shift over it at a bigher speed 
than would be justifiable over an ordinary one. Nearly all 
of the elevation, it will be seen, is outside the main track ; 
and what little is inside of it is all within a short distance of 
the main rail, so as effectually to clear any low brake con- 
nections at the centre of the track. The high part of the 
lead rail L, in fact, is about the same distance from the main 
rail as, and is no higher than, the grooved rail of the Warton 
switch, which has never been known to give trouble to 
passing trains. 

The frog-bar itself rests and slides on the chairs C, which 
keep the bottom of it level with the top of the main rail. 
Motion is transmitted to it from the rod R by means of 
toggle links D and D’, which will be seen to be well designed 
to give a quick motion at first and a slower motion, with 
great power, for bringing the frog-bar over the main rail. 
The toggle link D swings upon a pivot consisting of a bolt 
(not shown in the drawing) turning in the underside of the 
stirrup or plate Z, which is bolted to the lower webs of the 
siding rail S’ and the guard-rail S?; the plate E serving 
incidentally to bind the main and guard-rail firmly to- 
gether. The toggle link D’ is bolted at its outer end to the 
movable frog. 

It will be obvious that there is thus secured by the use of 
toggle joints fulcrumed to a part of the track itself, not only 
a strong and easily working leverage, unlikely to be dis 
turbed by frost, and therefore uniform at all seasons of the 
year, but also the strength of a rigid brace to hold the frog- 
bar unyieldingly to its place, when the switch and frog are 
thrown to permit cars to pass in or out of the siding. The 
frog is for the time being, to all intents and purposes, a prac- 
tical equivalent for a fixed and immovable one, if it has once 
been thrown firmly home. 

Wheels taking the siding traverse the usual lead-rail L, 
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Fig. 2—.In Position for Main Track, 
PRICE’S FROGLESS SWITCH 


which gradually rises as it approaches the frog ; until, oppo- | This frogless switch has been patented in the United States 
site the point of frog, it gains height enough (about 2 in.) to | and the leading European countries, and it is reported that 
carry the deepest flange over the main rail without touching | its use has thus far been attended with such entire success 
it. Owing to the angle of the lead-rail L and frog-bar A | that not a wheel has left the track at or near them, and their 
with respect to each other, wheel-treads cannot entirely | wear is inappreciable. The frog-bar weighs about 500 lIbs., 
leave the former until they are partly on the latter, as with | and is at present being made of cast steel. It is intended to 
an ordinary frog. Thus there is not the jolting that might | try the new Hadfield steel process for the bars, for which it 
be expected, or that would occur if the two bearing surfaces | is supposed to be peculiarly well adapted. 

approached each other differently. As svon as the wheel; The connections, toggles, etc., have been made of wrought 
strikes the frog-bar A, the tread rolls along the bearing sur-| iron. Apparently, there is no reason why malleable iron 
face a, corresponding in direction with that of the lead-rail | would not meet all the requirements. The chairs and braces 
L and siding-rail S, while its flange is kept confined within | are ordinary iron castings. The rods R and R’ are 134-in. 
the groove b, for the greater part of the length of the frog, | iron pipe. The total cost of frog and connections is about 
this groove forming in conjunction with the guard rail S?, | $75, which, we are told, ‘‘ will doubtless be lessened in the 
directly opposite, a double guard for wheels passing to and | future,” but which is certainly not excessive as it stands, if 








from the siding, effectually preventing derailment. } 

To make the frog a safety frog, so that, if left wrong by | 
oversight so as to obstruct the main rail, derailment should | 
not follow, is evidently most important, and is effected by 
the peculiar shap of the frog-bar A. Back of the frog-point | 
it is widened laterally into the beveled wing y, fig. 2, and in | 
front of the frog-point it has a wedge-shaped prolongation at | 
z; these two wings being called the back and front safety- | 
wings. Their duty is not only to provide safety to trains in | 
case the switch and frog are left wrong, but also to provide | 
the means for the operation of ‘‘ roping” cars into sidings. | 
As they cap the main rail at front and rear of the frog- | 
point, a further great advantage is that, by extending the | 
lateral bearing in both directions, they give increased 
stability to the frog. The toggle links D D’ alone are claimed 
to hold it sufficiently firm, but the wings give a steadiness 
and absence of play which is deemed very important. 

The safety-wings y and z are each sloped from a thickness 
of 2 in. atthe point of frog to a thickness of say \ in. at 
their extremities. If, then, an engine or train comes along 
the main track (which is the track to the right in fig. 2) and 
finds the frog superimposed upon the rail, each wheel-tread 
on that side of the train will be caught up by the first safety- 
wing, carried up to and over the point of frog, and passed 
down the other safety-wing ; while the flanges will pass 
through the open flangeway left between the outer edge of 
the frog-bar and the inner edge of the lead-rail L ; the throat 
thus constituted acting, in conjunction with the usual guard- 
rail on the opposite side of the main track, as a double guard 
to every pair of wheels ; and leaving, it has been found in 
practice, no chance for derailment. The experiment of run- 
ning engines and trains over them has been frequently made, 
and always with success. Freight trains of 45 cars, and 
passenger engines and coaches at almost all rates of speed, 
have been run along the main track over the safety-wings of 
the frog, when the latter has been set for the siding, without, 
we are told, but can hardly believe, any appreciable jolting 
of rolling stock or wear of the safety-wings. Either of these 
latter evils, however, may be borne, if the greater one of derail- 
ment is eliminated. 

It will be obvious how the ‘‘roping” operation is accom- 
plished with this frog. When roping, an engine can pass 
along the main track over the safety-wings of the frog, it is 
said, quite asreadily as it can over an ordinary fixed frog. 

An additional safeguard is shown at m, fig. 2, which is 
merely a wooden block secured to the ties in front of the point 
of the front safety-wing z of the frog, to serve the purpose of 





a foot-guard. 


the device be otherwise practicable. 

Since the first combined switch and frog of this pattern, 
the one illustrated, was put in use on the Allegheny Valley 
Railroad in February, 1885, quite a number of railroad 
men from different parts of the country have witnessed the 
operations of it, and of others of the same pattern that have 
followed it into use, and several connecting roads are arrang- 
ing to place them in their tracks at points where they can be 
well tested. The end which they seek to accomplish is so very 
desirable that no doubt they will be given a thorough test. 


Gontributions. 
Shop Notes in Ohio. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I send you some shop notes, which I have picked up re- 
cently during a visit to Cincinnati and e’s»where. 

It is the intention of the Cincinnati, New Orleans & Texas 
Pacific Railroad very soon to extend the round-house of the 
Alabama & Great Southern Division at Chattanooga by 10 
stalls, so as to accommodate the engines of the Southern Di- 
vision of the Cincinnati Southern road. The shops and 
round-house of this division at Chattanooga will then be 
utilized entirely for car work, while the shops of the Alabama 
Great Southern Division at the same point will be devoted 
entirely to locomotive work. By this arrangement the sav- 
ing will be about $500 per month. 

The round-house of the Northern Division of the Cincinnati 
Southern is fitted with a system of piping, the inven- 
tion of a passenger engineer of that division named Green- 
way. The arrangement consists of piping of 114 in. di- 
ameter, hung overhead and extending clear around the 
round-house. Opposite to each stall is a descending attach- 
ment, by which any engine in the house may be connected at 
either its blower pipe attachment or the check valve to 
the overhead system of piping. The scheme is to couple 
the steam-space of the boiler of any and all engines 
coming into the house ‘‘ hot” with this pipe system, thus fur- 
nishing a supply of steam at all times. Engines being fired 
up may have their blower as well as water-space connected 
to this system of piping, and thus not only have their fire 
urged by the blower long before they generate steam, but 
also have the water in their boilers warmed by steam. © The 
steam which accomplishes this is ordinarily blown off and 
wasted. As it is in this arrangement, the heat of the boiler 
of an engine coming into the house is transferred to that of 
another being fired up. The economy of tnis is found to be 
very great, owing to the number of engines coming in “‘ hot” 





and of those being made ready to go out from a “ cold” con 
dition. 

Mr. Meehan thinks it is necessary to test a boiler when, 
ever the jacket come off. He places no value on a test of a 
boiler unless the iron of the boiler is exposed to view. To 
test boilers, he has each pit in his machine shops connected 
by a pipe toa large injector, about a No. 11 or 12, situated 
in the boiler room of the stationary engine. When it is 
necessary to test a boiler over a machine shop pit, it is at 
once connected with the piping mentioned, and the injector 
put to work. Thus the boiler is filled with hot water—not 
hot enough to generate steam—and the expansion resulting 
does away with the objections ordinarily advanced against 
the ‘‘ hydraulic test” of cold water. The boilers are tested up 
to 180 lbs., or 20 lbs. above the ordinary pressure. Mr. Meehan 
believes in high boiler pressure, a close point of cut-off, 
balanced valves, and an automatic steam-chest oil feeder ; 
and it is plain from the remarkable economy obtained on 
this road that these departures are in the right direction- 
This road uses also the extension smoke arch and fire-brick 
arch on all engines, and they have had wonderful success. Mr. 
Meehan finds a saving of about 30 per cent. from these 
items. It appears that the peculiar arrangement of the ex- 
tension smoke arch has much to do with its economy, as this 
road runsthe netting clear back past the exhaust nozzles to the 
baffle-plate, which is located forward of the steam or branch 
pipes. The Cleveland, Columbus, Cincinnati & Indianapolis 
Railway, in experimenting with the extension smoke arch, 
has generally stopped the netting at the nozzles and placed 
the baffle-plate between the steam pipes and the front flue 
sheet. This arrangement it has been compelled to abandon, 
owing to a great loss in economy and a want of steam. It is 
now adopting the arrangement used onthe Cincinnati, New 
Orleans & Texas Pacific. They do not use the brick arch, 
however. Mr. Meehan reports that be obtains the same 
proportionate economy with either good lump coal or 
‘*slack.” The road has now erecting two new eight-wheel 
engines of the high boiler style; cylinders, 18 x 24; 68 in. 
drivers, 54in. boiler shell, with 230 2-in. flues. All wrought- 
jron work is forged at these shops for its engines, including 
main frames, driving axles, etc. 

Arrangements for narrowing the gauge are completed. All 
engines bought since the change was contemplated were, of 
course, prepared for in their building. The tender truck 
axles are turned up sufficiently to allow of pressing the 
wheels in, as are all car axles also, and as the tender trucks 
are the same as the freight car trucks, the question of tender 
trucks is at once disposed of. The road will be kept in opera- 
tion without renting other engines, by selecting a dull season 
of the year for the change, when such of the southern di- 
visions as are already of the necessary gauge will have a 
sufficient number of engines out of service to take the places 
of those yet unchanged on other divisions. As preparations 
for changing engines are made, such as getting out 
narrower fire-boxes, etc., where necessary, the actual 
time required on the engines will besmall. A sufficient time 
before the change will occur, about a third of the engines re- 
quiring the greatest work will be withdrawn from service 
and changed, so that when the actual change occurs, these, 
with those from other divisions, and a dull season will allow 
them to get along with no outside assistance. Engines built 
with the change in view are provided with wide wheel cen- 
tres, projecting about 154 in, beyond the tire on the inside, 
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so that when the change of gauges occurs the tire has only to 
be pushed inward so as to be flush with the inside edge, and 
the portion of the rim of the wheel-centre left projecting will 
then be turned off flush with the tire. 

In a few cases it is found that by no arrangement can the 
change be made except by cutting off the old fire-box and re- 
placing with a new one, making an offset in the frames. On 
small-wheel engines the spring and hangers are frequently 
found to interfere if any attempt be made to use a wider tire 
or press the wheel centre in. 

Roads having no experience in changing old engines for 
guage have in some cases adopted, or proposed to adopt, the 
plan of setting the tires in and allowing them to overhang on 
the inside, and the wheel-centre to project on the outside, 
when, of course, they can get along with no other change. 
While this isa cheap remedy at the start, it is costly in the 
end, as it has been found that, for want of support to the in- 
side of the tire, the latter could not be run thinner than 114 

, thus throwing away from !¢ in. to 5¢ in. wear on every 
a of tires; for in portions of the Southern States it is not un* 
usual to find tires running only 7 in. thick. 

On many of the older engines the change can be made 
without using new wheel centres, as many of the old centres 
have considerable ‘‘ dish ” and can be pulled off and reversed, 
thus gaining sufficient change in the wheel centre to support 


LARGE CAR TENONING AND GAINING MACHINE. 


which show so little wear after three years’ service that | against other railroad companies for wheels, axles, etc. I 
an ordinary business card cannot be slipped between | have been looking for something in the way of suggestions 
the cross-head and guide. Mr. Black, General Master | from the fertile brain of some good fellow, but did not see it, 
Mechanic, found that several new engines on his road having | so I will lead off with the inclosed. Weuse our old blanks 
very low exhaust cavities in the valves were performing | for the bills, showing at the bottom of the bill the authorized 
badly. New valves, with cavities twice as deep, were | charges and also the proper credits. I cannot see, when one 
put in, with the result of making these engines as efficient as | has the key (the memorandum schedule) before him, how it 
any on the road. FRANK C, SMITH. can be made more simple. 

I notice that nearly every railroad company now uses the 
form of bill-blank which has been in use on this line fully ten 
years ; some vary a little in the subdivisions ; some may 
strike off with something new, but you know, Mr. Editor, 
that it is easier to make a change than it is to improve some- 
times. JOHN KIRBY. 





Forms . f Bills for Wheels and Axles. 
Lake Shore & Michigan Southern Railway, 
General Master Car-Builders’ Office, - 
CLEVELAND, Ohio, Sept. 8, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE : 
The accompanying schedule of prices and imaginary bill 
are copies of what I sent to my shop clerks, who make bills 





[The memorandum schedule given here by Mr. Kir- 








To THe Lake SHore & MICHIGAN SOUTHERN RaILway Co., Dr. 
For Wheels and Axles put under.......... . 4S Needs. 6ERS Ses cee Jena ee CEE; TE Gs ois. vas scnw ase -Saecdseesscnonsias 1882, 


As per memoranda following : 








Wheels substi- 


Cars. Wheels removed. tuted. 














the tire inits new position Bete 2 a Wee Re | oe a Charge 
1e S . charge. | . Manufacturer’s name | Shop marks New or second , 
Mr. H. L. Cooper, General Master Mechanic of the Lake Class. | Number. and dates. and dates. Cause of removal, etc. hand. 
Erie & Western Railroad, has in use, with successful results, | —— eres eee ee EE hee ee ee Lene 
a ‘‘spark-thrower.” He fits his engines with a ‘‘straight-| 4g Box. 4,501 Harrisburg. 2, 4, °82. | 1 worn flat 3 in., 1 seams. 2new wheels. | $22.00 
shoot” stack, and the cock, which is left the ordinary length, ; as ‘ _ 1 axle scrap. airy Ba axle. | 11.00 
is fitted with diaphragm sheet, high nozzles and a straight | - R. 5,702 Bass & Co. | 5, 8, "79. : pot aera 1} in. V.8.; 1 good. lea a “eae 
piece of 3 x 3netting. This netting, in place of being curved 6 Box. 3,542 | Scoville. 7, 9, °81. | 1 worn flat 4 in.; 1 good. 2 new wheels. 22.00 
, ; See ; 1 axle second hand. , * gm. 11.00 
upward at the forward end, eaves the extension, is run straight 7 Box. 2,983 | J.S. Hearn & Co. 6, 5. °76. | 1 worn flange 1i4in.V.S.; 1 good.) 2 2d h. wheels. 16.00 
out to the front end door, as it was found that the curved ve : 1 axle second hand. 1 new axle. 11.00 
portion of the netting presented its openings ina position to 19 D. i. 7,086 J. & Wooden. 1. — pee! | i i = — Toe 
entangle large sparks. Mr. Cooper finds his engines are 27 Box. 1,509 Peninsula. | 9, 8, °83. | 2 worn flat 3in. and 5 in. 2 “ wheels. 16.10 
easier on fuel, and attributes this to the restraining influence | 1 axle second hand. 1 axe. 7.00 
of the diaphragm sheet, which he believes keeps the flues | Re ee 
backed up full of hot air. | $168.00 
No balancing device is used on the main valves of Mr. | Boring and filling 12 wheels, at 50 cents each . $6 00 
Cooper’s engines, as they find no necessity for facing them | ae 6 axles, at 40 cents each...................+... Series 2.40 
in from 12 to 36 months. The engines are mostly 16 x 24, | aTaRE SES TOPS S AENS, 68 OU Cxnits caek wise 11.40 
and the comparatively small size of the valve has much to do Ry 
a ta ‘ $179.40 
with their long service. Rr POOR ORE IR MEN. i, — 055. Keke ceoece.Kddabedinn ode dv ddnckaenGecunere | ~sinrhwavacnces $40.00 : 
Mr. Cooper finds his engines stay out of the shop much | 7 scrap wheels, o $5... aeeeot oss: b MERU AV ESE Na EOADeeeeseh” a6) Shpiy, Aeekenceshbge/snoietes 35.00 
. BOBOD ORIG, OS GS i icc ccs cccccccucecesiecece suses Seaswderensdeesse d6eks Sb enews os 
longer since he adopted the arrangement of informing his en- | 4 second hand axles, at $7..0..200000 2. encore mania ei aatonsteal get 28.00 
gineers that when an engine goes into the shop the engineer —- 111.00 
will wait for her to come out, and will not be given another | $68 40 
engine. The effect is that each engineer does a great deal of | 


work himself on his engine, in order to keep her running, | 
and work which if he expected to get another engine as soon 
as he ‘‘ shopped ” the one he was then running, he would let 
go without reporting for the round-house force to attend to 
or looking after it himself. In the machine-shop Mr. Cooper 
has but seven men all told, with one in the round-house, and 
with this force 53 engines are kept up. 

The Cincinnati, Hamilton & Dayton Railroad shops at 
Lima, O., have four engines in for general overhauling, and 
are building two new boilers. They complain of steel fire- | 
box sheets cracking and giving trouble, and that they have | 
to take an engine in to turn off tires long before her other 
machinery requires attention. They use balanced valves on 
several engines, and say there is a marked saving in fuel from 
their use. Cast-iron guides are used exclusively on this road, 














iciasiteaiteaie Schedule of P ‘Prices Fpl Wheels and Azles, with the | 2 second-hand 33 in. wheels, $8 ea., .. $16; boring 
Proper Debits and Credits, Showing the Net Prices to be 2 wheels, 50 cts. ea., $1; turning axle. 40 ets.: § 
Charged for the same: drawing and replacing per axle, 50 cts........ $17.90 


i Cr., By 2 scrap wheels, $5 ea................ 10.00 
Net -_-— 7.90 
‘ a0 ; . prices. | 2 second-hand 33 in. wheels, $8 ea., $16; boring 
2 fa Bag gall mee) ea. oe boston ° 2 wheels, 50 cts. ea., $1; turning axle, 40 cts.; 
Cc ’ urning axle, 40 cts. ; drawing and replacing per axle, 50 cts... $17.90 
- ing and replacing per axle, 50 cts... .... $23.90 Cr.. By 1 second-hund wheel, $8, and 1 scr ‘ap 
Cr., By 2 scrap wheels, $5 -. epapeosiaiit -- 10.00 $ wheel, $5 13.00 
seca 13.90, Wheel, 5... eee eens eeee eee ceee ceeeeeeee es _13. 4.00 
2 new 33 in. wheels, $11 ea., $22: boring 2 ° ce aa : i ' 
wheels, 50 cts. ea., $1; turning axle, 40. cts. ; : F 2 wheels. 50 on a ite tae eres 
drawing CF nie me Af pone y 50 cts........ $23.90 drawing and replacing per axle, 50 cts........ $17.90 
y 1 scrap wheel, $5, and 1 second- — Cr., By 2 second-hand wheels, $8 each...... 16.00 
_  * SRE Ser ee eienreaiaa 13.00 | ae 1.90 
ee 10.90 | 1 new axle, $11, less a scrap axle. $4 2.0 20.0 ce ccee cece cues 7.00 
2 tpg Mig ale, 40 cts a | L new uxle, $11, less a second-hand axle, $7.. ..... Saestites 4.00 
and re lacing per axle, 50 cts... ......... 90 | 1 second-hand axle, $7, less a scrap axle, $4............-..+- 3.00 


y 2 second-hand pan $8 each...... =. To take ee Aug. 1, 1885, and continue in effect until 


7.90 | otherwise orde: 
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by is merely the new prices rearranged in another 
form, so as to correspond more closely with the old 
debit and credit, or barter system. The bill, however, 
is not made in this way, it will be seen, but directly in 
the line of the suggestions made in the Railroad Ga- 
zette of July 17, which were undoubtedly in substan- 
tial accordance with the intent of the new revision. 

The only important suggestion which occurs to us is 
that there is no particular need for the *‘ charge” col- 
umn, in which now appears the gross price of the 
wheels and axles furnished, since the same charges 
could be as well expre-sed with the charges for boring 
and tu'ning iu the following form : 







6 new wheels @ OILS. 4 issn 1 OD 
3 axles @ 110 2.2... . 43.00 
6 second-hand wheels @ 8.00 ... 48.00 
3 - axles @ _ 7.00.... z 


v1. 21.00 

——-$168.00 
Boring and fitting 12 wheels @ (etc., as above). 

This leaves a Spare column, which can be used for 
a purpose greatly needed ; to give the maker’s name 
for the wheel substituted, as well as for those re- 
moved, thus compelling the man who furnishes bad 
wheels to betray the fact. so far as the name of the 
maker can betray it, to the man who has to pay the 
bill for them before he pays it, and facilitating ulso 
the keeping of more correct wheel records.—EDITOR 
RAILROAD GAZETTE. } 





Large Car Tenoning Machine. 

The accompanying illustration represents a large car 
tenoning and gaining machine, recently introduced by Messrs 
J. A. Fay & Co., of Cincinnati, O. 

This machine has several novel features, and has been 
especially designed for making all kinds of tenons on heavy 
timbers required in car and bridge-building, either single or 
double, also for cutting gains on heavy pieces and for cut- 
ting-off purposes. The design is somewhat peculiar, the 
framing being in the shape of a goose-neck, with a deep gap 
formed across the column for the passage of timbers end-wise 
between or past the cutter-heads. The column is massive 
and heavy, and cast in one entire piece, as is also the sole- 
plate or bed, upon which the carriage works. It has a large 
range and variety of work, as it will not only make single or 
double tenons, but with the application of a gaining head 
upon the top spindle will do all kinds of over-gaining, or by 
placing a gainer head upon the lower spindle will do all kinds 
of under-gaining on the ends, or by extending through the 
gap of the machine will cut onany portionof a stick of 
timber that may be required. By the removal of the lower 
cutter-head and the substitution of a circular saw, it igs 
adapted for all purposes of heavy cutting off. It has 
another head mounted upon a vertical spindle, in bearings 
gibbed on the inner side of the column in the rear of the 
tenoning heads, for producing double tenons. This head is 
adjustable up or down, and is arranged to cut toa line or 
point coincident with the cutter plane of the lower tenoning 
head. The tenoning heads run on heavy steel shafts, in large 
self-lubricating bearings, which are cast to a cross slide that 
is gibbed to the face of the column above and below the gap. 
Both have a vertical motion, simultaneous or independent, 
while the upper cutter-head has an additional end adjust- 
ment for making one tenon longer than the other. The upper 
and lower cutting-heads are belted by a novel system of 
belting, which secures an open gap for the passage of a long 
timber. The carriage is self-operating, being driven by a 
screw actuated by friction gears, the simple pressure of a 
lever causing it to travel in either direction, or the feed can 
be instantly stopped. On heavy timber and long work the 
power feed will be found very desirable. On short work it 
can be disengaged and the carriage operated by hand. The 
countershaft which drives the spindle for cutting the vertical 
tenons is placed in the rear of the machine. The cutter- 
heads carry wide knives, and will cut tenons up to 6 in. at 
one operation, or by repassing the material any length of 
tenons desired can be made. 








TECHNICAL. 


Locomotive Building. 


It is understood tht the Wisconsin Central Co. will short] 
let a contract for a considerable number of locomotives, bot 
yassenger and freight. They are intended for use on its new 
ine between Chicago and St. Paul, and are to be ready by 
the time that is opened. 

The Brooks Locomotive Works in Dunkirk, N. Y., are 
building a locomotive for a new coal road in Pennsylvania, 2 
shifting engines for the Old Colony and 5 freight engines for 
the Burlington, Cedar Rapids & Northern road. 


The Car Sbops. 
It is reported that the Missouri Car & Foundry Co. in St. 
Louis, has taken a contract to build 600 freight cars for the 
Missouri Pacific road. 

The Barney & Smith Manufacturing Co. in Dayton, O., 
has taken a contract, itis said, to build 24 passenger and 
1,000 freight cars for the Wisconsin Central road. The 
order also includes several baggage and mail cars and three 
or four sleeping cars. When the delivery of the new cars is 
to begin is not stated. ‘ 

The New York & New England shops at Norwood, Mass., 
have just completed a very handsome and completely fitted 
dining car, which is to run on the fast express trains between 
New York and Boston. 

The Pullman Car Shops at Pullman, II1., last week 
shipped 18 new passenger cars to the Brooklyn Elevated 
road. 

The Jackson & Sharp Co. in Wilmington, Del., has been 
very busy during the summer, and stil] has quite a number 
of orders on hand. The company has just ship from its 
shops 12 first-class passenger cars to the Boston & Lowell ; 6 
to the New Bruuswick Railway, and 4 to the Cleveland & 
Marietta, and has also recently completed a very elegant pri- 
vate car for Mr. Austin Corbin, 
the Long Island road. 








| 


Bridge Notes. 

The Smith Bridge Co. in Toledo, O., has taken a contract for 
an iron bridge over Salt Creek near Allenville, Ohio. 

The Buckeye Bridge Co. at Cleveland, O., has taken a con- 
_—_ for an iron highway bridge, 164 ft. span, in Zaleski, 

io. 

Iron and Steel. 

Lynchburg Furnace, near Lynchburg, Va., has gone out of 
blast. 


The Calumet Iron & Steel Co. at Cometan near Chi 
cago, has closed its works for an indefinite period, and all the 
men employed have been discharged. 

The works of the Union iron & Steel Co. in Chicago are to 
be started up early in November. A new rail mill and sev- 
eral other buildings are to be erected. 

The rolling mill and nail factory of the Oxford Iron Co. 
at Oxford Furnace, N. J., have resumed operations, after a 
stoppage of several months. 

The Nashua Iron & Steel Co., at Nashua, N. H., has nearly 
completed the new building for its plate mill, which replaces 
the one burned down a short time ago. 

Wood & Co , of Philadelphia, are now filling a contract for 
20,000 tons of cast-iron gas pipe for the Philadelphia Gas 
Co. in Pittsburgh. The pipe is to be used for conveying nat- 
ural gas, and most of it is 24 in. diameter. This is said to be 
the largest contract for cast-iron pipe ever given out at one 
time. 

Manufacturing and Business. 


Messrs. Robert G. & Frank A. Fairlie, in announcing the 
death of their father, Mr. Robert F. Fairlie, state that they 
will continue business in the construction of narrow gauge 
railroads and rolling stock, under the style of The Fairlie 
Engine & Rolling Stock Co., as heretofore, retaining their 
office in London. 


The Rail Market. 


Steel Rails.—Some large sales are reported and makers are 
holding stiffly to their prices, quotations being $29@%30 per 
ton at mill for ordinary sections and $32@$35 for light rails. 
An unusual demand for early deliveries is reported from 
buyers, who have probably been holding off for lower prices 
and are now met bya rise. It seems probable that the in- 
creased prices will be maintained, at any rate as long as the 
present increased activity of business promises to continue. 

Rail Fastenings.—Quotations continue nominally at 1.90 
cents per lb. for spikes in Pittsburgh; 2.40@2.80 for track- 
bults and 1.65@1.75 for splice-bars. There is an increased 
demand and prospects of better business than makers have 
had for some time past. 

Old Rails.—But few sales of old iron rails are reported. 
Quotations may be put at from $16.50@$18 per ton at tide- 
water; but buyers complain that they cannot afford to pay 
these prices. Old steel rails are quoted at $316@317 per ton 
in Pittsburgh. 


Western Society of Engineers. 
The 215th meeting was held in Chicago, Sept. 1. 
Wright in the chair. 

The Secretary read a communication from Mr. C. P. Mat- 
lack, City Engineer, San Antonio, Texas, asking information 
as to the best method of disposing of house garbage in inland 
cities; the city of San Antonio proposing to erect a ‘‘ crema- 
tory.” 

he Secretary read a paper by Mr. Samuel McElroy, 
** The Water Power at Niagara Falls.” The Society then ad- 
journed. 

Members are requested to send to the Secretary their views 
on the question asked by Mr. Matilack. 


Mr. 


Blast Furnaces of the United States. 
The Iron Age says: *‘In another column will be found our 
regular monthly statement of the condition of the anthracite 
and bituminous furnaces of the country, showing the num- 
ber in and out of blast on Sept. 1, 1885. The table in a con- 
densed form presents the following : 


—-In blast.—. Out of blast — 
eekly eekly 
Fuel. No. capacity. No. capacily. 
Anthracite ......... ..... 78 20,190 144 33,449 
Bituminous .. 88 42,663 133 50,419 
‘* There is little change since our last —_—- At that time 
there were 77 anthracite furnaces in blast, witha weekly 


capacity of 20,530 tons, and 86 bituminous, with a capacity 
of 44,845 tons. Several furnaces have blown out during the 
month, but others have blown in to take their places, so that 
the number on Sept. 1 was one moreanthracite and two more 
bituminous. Strangely, however, in these days of improve- 
ment the capacity of the furnaces in blast on Sept. 1 was less 
than on Aug. 1. 

‘‘On Sept. 1, 1884, there were 88 anthracite furnaces, 
with a capacity of 22,864 tons, in blast, and 83 bituminous, 
with a capacity of 42,868 tons. In other words, the produc- 
tion of anthracite ironsa year ago was about 2, tons a 
week greater than it is now, while the production of bitu- 
minous iron was about the same. 

‘*To furnish data for comparison the following table is 
presented, showing the number of furnaces of each class in 
blast on the first day of each month of the present year, and 
the capacity of the same : 


-——- Anthracite.—— ——Bituminous.—— 


No. in Capacity No. in Capacity 

1885. blast per week. blast. per w: ek. 
January 1.......... 86 21,564 82 36.812 
february 1......... 81 23.189 87 41 6453 
__ , RE 86 22,889 91 46 774 
(Peer 82 21.704 90 45,655 
May 1 80 20.729 95 46,397 
. Pe 7 19,854 94 44.498 
ae 81 20,444 92 43,942 
rere 20,530 86 44,845 
September 1....... 78 20,190 88 42,663 


‘* The rate of production of anthracite iron is less than at 
the beginning of any month during the present year, except 
June 1, while on both Jan. 1 and Feb. 1 the rate of produc- 
tion of bituminous iron was less than on Sept. 1. It will 
also be noted that since May 1 there has been a decline of 
about 10 per cent. in the production of the bituminous fur- 
naces, while the production of the anthracite remains about 
the same. 

‘* There are indications that the stocks of iron have been 
somewhat reduced since the first of last month. Our returns 
are not full enough in this coat to enable us to give figures, 
and itis probable that the reduction has not been marked ; 
but in view of the fact that for some months there has been 
a steady and constant increase, any reduction, as indicating 
that at last demand has more than overtaken production, 
and old stocks are being drawn upon, is welcome.” 


Premiums for Signals. 
Messrs. Saxby & Farmer, of the Patent Railway Signal 
Works, London, England, have been awarded the gold 
medal at the International Inventions Exhibition in London 
for railroad signals and appliances, including the three most 
important of recent inventions for securing the safe working 
of railroads, the united working of the lock and block sys- 
tems, the electric slot signal and the duplex detector facing 


of New York, President of | point locks. 


Messrs, Saxby & Farmer have also received a gold medal 





for their signal apparatus at the International Exposition in 
Antwerp. 
Long Service of a Locomotive. 
The old locomotive ‘‘ Portland” has just been condemned 
and cut up at the shops of the New Brunswick Railway at 
McAdams Junction, N. B., by order of Mechanical Superin- 
tendent G. A. Haggerty, after 31 years’ active service. This 
locomotive was buult m 1854 by the Portland Co. at Port- 
land, Me., for the Maine, Central road, being the fourth out- 
side connected built at those shops, and one of the first witha 
link motion. This engiae ran for a number of years on the 
Maine Central, only once receiving extraordinary repairs, 
when some changes were made by Mr. Philbrick, then 
Master Mechanic of the Maine Central. She was bought by 
the New Brunswick & Canada Co. some years ago when the 
change from 5 ft. 6 in. to standard gauge on that 10ad was 
made, 
The Proposed Prince Edward Island Tunnel. 


The Charlottetown Heruld contains additional particulars 
of the proposed subway to connect Prince Edward Island 
with the mainland. The Herald says of the project: ** The 
tunnel of four mites will be ventilated from either end with 
air shafts of 4 tt. diameter, At the lowest part of the tunnel, 
in the middle, there will be two duplex pumps, worked with 
compressed air, for freeing it of ail water and impure air, and 
tilling it with pure air. ‘s hese pumps are to be worked by an 
air compressor at e.@1 shore end, avd are capable of ven- 
tating the tunnel perfectly at a cost of 800 Ibs. of coal 
a day tor the ventilation and pumping throughout. 

‘ne experience of Captains Pailups and Artour Irving, 
who for the last 40 years have been eugaged at the Capes 
as masters of iceboats, and who accompanied the engineers 
in their examination, enables them to state that a submerg- 
ment of the tunnel from 30 to 50 or more feet, as will be the 
case, removes it from all danger of the ice. No heavy ice 
ever comes down the Straits, which are entirely outside the 
iceberg route—our own ice is never known to be more than 
20 ft. deep. 

‘** Messrs. Bull and Hall expect to be able to send Senator 
Howlan their report ina few weeks, when it will, no doubt, 
be made public. They roughly estimate the cost at $3,000,- 
000, and they believe the work could be completed in two 
seasons, These gentlemen have already laid a subway in 
Sydney Harbor, N. 8. W., where the metal used proved non- 
corrosive after a trial of 12 years. 

‘* Several subways have been constructed under the 
Thames, one of them being 314 miles long, and Messrs. Hall 
and Bull appear very sanguine about the success of a similar 
outlet across the straits. They have submitted their scheme 
to such eminent men as Sir Frederic Bramwell, Walter Shan- 
ley, and A. L. Light, who regard it as perfectly feasible. It 
is not for us to express an opinion, further than to say that 
the Dominion government should at once take the matter in 
hand and order a survey of the localities, and an inquiry 
into the practicability of the scheme. If it be practicable, 
then it is the way by which we shall obtain the long-looked- 
for communication with the mainland.” 


The Reservoir System on the Upper Mississippi 


A dispatch from St. Paul, Minn., Sept. 15, says: ‘‘ The gov- 
ernment engineers have made the following report on the 
reservoir system : The reservoirs at Leech Lake and Lake 
Winnebagoshish were opened on Aug. 1, with a large dis- 
charge. Pokegama Reservoir, the receiving reservoir, 100 
miles by water below the upper reservoir and 398 miles by 
water above St, Paul, was opened on Aug. 15, with a dis- 
charge of about 3,000 cubic feet of water per second. The 
rise in the Mississippi River at different points since, and 
resulting from the discharge from the reservoirs, was on 
Sept. 1, at Grand Rapids, 4 miles below Pokegama, 5 ft. ; 
Aitken, 169 miles below Pokegama, 214 ft.; Crow Wing, 236 
miles below Pokegama, 2 ft.; Sauk Rapids, 295 miles below 
Pokegama, 2 ft. Theriver at St. Paul fell from Aug. 1 to Aug. 
23 1 ft. 3in. Since then the St. Paul gauge shows an average 
stage of 3 ft. up to Sept. 7. As there was no rainfall of any 
importance from Aug. 1, the river must have continued fall- 
ing at about the same rate as its tributaries, and probably at 
not far from the same proportion as from the 1st to the 23d 
of August had it not been for the supply from these reser- 
voirs. As closely as can be estimated, the reservoirs are DOW 
furnishing not far from one foot of water at St. Paul. These 
reservoirs have only been completed at Leech Lake, Lake 
Winnebagoshish and Pokegama Falls. The last is a distribu- 
ting reservoir with little holding capacity. The first two 
have a capacity jointly of about 6,000,000,000 cubic feet 
when full. The fourth reservoir at Pine River will be com- 
pleted this fall. It has a holding capacity of 7,000,000,000 
cubic feet, and is about 220 miles by water above St. Paul. 
The accumulation of water in the upper reservoir of Lake 
Winebagoshish and Leech Lake in 1885 has been very large— 
between 35,000,000,000 and 40,000,000,000 cubic feet. 

‘* A much larger discharge could have been made, but the 
amount was considered large enough for the experimental 
discharge this season. In regard to the diminished rise in the 
river as the distance from the point of discharge increases, it 
must be remembered that all sloughs, rivers, lakes, etc., ad- 
junct to the river must be raised to the same height as the 
main river before the full effect and benefit can be received. 
It is expected that the total rise at Crow Wing and Sauk 
Rapids will not be far from 4 ft. when the full effect is 
reached. It is as yet impossible to say what the full increase 
at St. Paul willbe. Something between l and 1%, ft. can, 
however, be confidently expected. While the prevention of 
the river falling is less noticeable than the rise, yet the real 
effect is the same so far as navigation is concerned.” 

A New Bridge Over the Missis+ippi. 

The St. Paul Pioneer-Press thus describes the new bridge 
which the St. Paul & Northern Pacific Co. is building over the 
Mississippi at South Minneapolis: ‘* The total length of the 
bridge when completed will be 1,175 ft., and the two main 
spans of 250 ft. each will be made of steel, with a girder of 30 
ft. in length at the east end. From the second qo on the west 
shore to the regular grade, the spans will be of iron and steel, 
60 and 30 ft. long, and supported by posts, which are in turn 
supported by small masonry piers. In the completion of 
the superstructure no less than 2,500,000 lbs. of steel and 
iron will be utilized, and the shipments of these portions will 
be commenced at the manufactories on Thursday of this 
week. The height of the bridge above the river will be 100 
ft.. and that of most of the viaduct posts 80 ft. each, with the 
exception of that at the base of the west side bluff, which 
wil 50 ft. in height, gradually growing higher as the river 
bank is approached. The bridge will be slightly curved 
toward its western terminus, and will be graceful in outline 
and general appearance. Notwithstanding the great extent 
of the labor yet to be performed, Mr. Kendrick is confident 
that the great structure will be comeneee, by Dee. 15, and 
the total cost is estimated at $250,000, After reaching the 
high land on the west side, the bridge will connect with the 
regular tracks of the company up to Twentieth avenue south, 
where they have secured right of way over the Minneapolis 
& St. Louis tracks up to their principal terminal grounds 
above Fourth avenue north. In carrying out their portion 
of the arrangement, the Minneapolis & St. Louis Co. has 
completed a substantial abutment near the foot of Twentieth 
avenue south, where the first direct connection will be | 

with the short line of the St, Paul & Northern Pacific, 
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EDITORIAL ANNOUNCEMENTS. 





Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi 
ments in the construction of roads and machinery and 
in their management, particulars as to the busivess of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood th tt 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
uMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE CAR-COUPLER TESTS AT BUFFALO. 


The full report in another column of the proceed- 
ings so far at Buffalo gives new proof that the car- 
coupler question is rapidly assuming more important 
dimensions, and is now exciting the great and general 
interest which it deserves. The trials, which are under 
the direction of the Executive Committee of the 
Master Car-Builders’ Association, are being conducted 
in such a systematic and complete manner that the 
results obtained can hardly fail to give very valuable 
information to railroad officers. The varied nature of 
the tests is calculated to find out the weak points of 
the couplers exhibited, and diminish the number of 
those now competing for favor. There are not a few 
who think, and with no little reason, that it is hardly 
within the limits of human possibility that one partic- 
ular coupler will ever obtain universal adoption in this 
country, but an immense step will be gained if the 
automatic couplers which ultimately go into use 
could be reduced to a small and manageable 
number. If, in addition, each of these couplers 
is safe and efficient, alike in coupling with 
its own kind, with the other kinds, and with the 
ordinary link and pin coupler the coupler question 
will have taken an immense step in advance. While 
it is too much to expect that the tests at Buffalo will 
have directly produced such a result, there can be no 
doubt that they bring the question nearer to such a 
solution. 

The committee have in their tests laid special stress 
on three points which are of the highest practical 
importance. These points are: 

1. Coupling with the standard link of 104 in. in- 
side measurement. 

2. Coupling with 3 in. variation from the standard 
height of draw-bars; effected by blocking up one 
car. 

3. Coupling on the sharpest curve likely to be re- 
quired in practice (20 degrees). 

These are vital points, as the conditions, singly and 
in combination, occur continually in every-day work- 
ing. One test which might be desired, however, we 
do not see mentioned, although, we presume, even if 
it requires some time, it will be made for any couplers 
for which it is requested: That their comparative 
facility in coupling with other couplers should be 
tested. There are any number which, it is claimed, 
will, or may easily be made to, couple with a variety 
of other couplers automatically. While the extent to 
which this is possible may be difficult to determine, 
and might cause some loss of time and inconvenience, 
it is an important one to determine definitely, if it is 





‘claimed to exist. 


Nearly 50 couplers in all have been entered for trial; 





this number including many that have been patented 
within the year, and more that are very little known. 
As anticipated by Mr. Wall at the Saratoga meeting 
of the Master Car-Builders’ Association, in moving 
his resolution in favor of the principle of coupling by 
lateral movements or ‘‘on a vertical plane,” the num- 


_| ber of devices embodying that principle has greatly 


increased, and several of them deserve attentive con- 
sideration. A car coupler, like all inventions, re- 
quires time and practical use for proper develop- 
ment, and it seems reasonable to suppose that the 
experience gained by carefully watching the be- 
havior in every-day use of many of the recent 
inventions exhibited will enable their promising 
features to be further improved and their crudities 
and shortcomings corrected. 

A majority of the vertical plane couplers employ in 
varying forms a pivoted hook, the chief distinguishing 
features between the different couplers being the 
means adopted to lock this pivoted hook in position 
when the cars are coupled. In some the stop falls 
vertically by gravity or is actuated by a spring. In 
others it radiates from a fixed centre,and again in others 
it slides down an inclined plane. There can, however, 
be but little doubt that the form of the hook is of as 
great importance as the manner in which it is locked. 

The number of couplings with a fixed link is singu- 
larly small,and it appears somewhat difficult to account 
for this fact, as this form of coupler possesses many 
advantages, and has many stanch and influential ad- 
vocates among railroad men. 

The couplers with a loose link form perhaps the 
most numerous class, though the devices for securing 
the link possess few distinctive features, many coup- 
lers of this class being distinguishable only by trifling 
differences. 

Hook couplings are exhibited in great variety, 
operating both in vertical and horizontal planes and 
on lines above, beneath and on each side of the cen- 
tral line of draught. 








THE CAR-COUPLER HOLOCAUST, 


A ‘‘meeting of railroad men and others,” of no 
common interest and importance, is this week being 
held at Buffalo, in the attempt to sift out, or take the 
first step for sifting out, from the 3,500 patent car- 
couplers, more or less (including those patented last 
year, which a recently issued report shows to have 
numbered 283), the one or ones which seem to be the 
best. The necessity that all should agree on one, and 
should stick to their agreement after they have come to 
it, has been and is the greatest obstacle to the decision, 
which we may reasonably believe would otherwise 
have been reached before this time ; but if it be true 
that it is the first step which counts, we have some 
grounds for hoping that the tests now in progress 
mean that there is to be a determined effort, at least, 
on the part of the railroads, to come to some conclu- 
sion speedily. It would be rash to hope for any im- 
mediate and decided result from the tests now mak- 
ing, and probably none but a few of the less experi- 
enced patentees do hope for it; but the most serious 
difficulty in any question requiring the co-operation 
and joint action of alarge number of people is often the 
preliminary one of persuading those concerned to give 
serious thought to it, and this inertia has been at least 
shaken, if it has not been overcome; asis evident from 
the fact that the tests take place at all; for the Ex- 
ecutive Committee of the Master Car-Builders’ Asso- 
ciation might easily have dodged the trouble and re- 
sponsibility of making them, had they been so dis- 
posed. They did, indeed, have the subject referred to 
them, at the convention at Old Point Comfort in June 
last, after a very lame and impotent attempt to dis- 
cuss the matter to some purpose in convention; but 
there was nothing so positive and definite in their in- 
structions that they need not, had they felt disposed 
to do so, have contented themselves with presenting 
another of those vague and non-committal reports, 
chiefly confined to explaining the reasons why there 
is so little in it except apology, which have so often 
appeared before, on this and many other subjects, 
before that and many other ‘deliberative bodies.” 
That they did not do this, indicates that they are in 
earnest ; and they are a fairly representative body of 
the entire railroad public, as well as, no doubt, directly 
inspired by their superior managing officers. 

The interest felt in the test by the ‘* car-coupler 
men ” has been great, as we have had some reason to 
know. Some 50 of them have complied with the not 
unreasonable requirements of the committee: that 
any coupler, to receive consideration, must be placed 
upon both ends of two cars and delivered at Buffalo, 
with full drawings and specifications, copies of its 
record to date, and other similar information. It is 
tolerably certain that (with the one or ‘two exceptions 
which are always possible in such matters) every car- 








coupler in the country which has, for the moment at 
least, a sufficient backing of money and confidence to 
permit of this very moderate expenditure, is there on 
trial; and the provabilities are still stronger that 
among them is the one or ones which will ultimately 
be agreed on and put in use. 

It is to be earnestly hoped that the interest in the 
tests among railroad men is, if not as keen, at least as 
constant and real, so far as it goes, as among the 
‘** coupler men.” 

The duty rests strongly on every railroad officer 
whose position gives him any responsibility in the 
matter, to inform himself with respect to the various 
steps which may be taken toward a decision, to the 
end that the unavoidable investigation and delay may 
be réduced to a minimum. If he does not do this, we 
may be sure that he will not be held guiltless by the 
public at least, however it may be with higher tribu- 
nals. To aid in doing this, we shall endeavor to 
present the results of these and any subsequent tests 
as fully as their importance demands. 

In the meantime it seems appropriate to summarize 
anew the evidence that the subject is important ; 
especially as much new evidence can be added not 
accessible when we last discussed the subject with 
any care—which adds not alittle to the strength of 
the whole. 

In the Railroad Gazette for Nov. 18, 1881, in dis- 
cussing the question of ‘‘ Accidents to Railroad Em- 
ployés,” we discovered strong indications, almost 
amounting to positive proof, that the real totals of 
accidents to employés are much understated in 
the state reports and similar official publications, 
through the neglect of many railroads to keep full 
records. The evidence that this neglect exists we are 
now able to strengthen considerably, but the evidence 
was in itself so convincing that it may be appropriately 
summarized. 

We first summarized the accident reports of ten 
states, showing that there were in those states ; 

-——Employés—— 


Killed. Injured. 

In 1879 (10 states marked * in our table, to- 
gether with Maine and Virginia).............. 562 2,209 
In 1880 (5 states marked t below)...... . ..... 416 1,416 


The states given in 1879, as it chanced, had very 
nearly half the population of the United States, and 
those for 1880 somewhat less than one-quarter. Mak- 
ing what was explained to be the very rude assump- 
tion that accidents were in some measure as the pop- 
ulation (the probable errors in so doing compensating 
each other in part), we deduced the probable totals for 
the United States as thus indicated, as given below: 

The progress of state supervision by commissions 
has been so great since the date of our former article 
that we are now able to present, in the table below. 
considerably longer list of states (even neglecting some 
which we might easily include) and likewise fuller de- 


‘tails of the accidents in each state; but this table (asalso 


the table given in our former article above referred to, 
although the error could not be considered at the 
time) shouid be examined with one important reserva- 
tion; that it includes a great many employés twice 
over, as is evident from the large aggregate of 500,000 
employés for 14 states only, and hence, we may be 
confident, includes an equally large proportion of du- 
plicated cases of accident. Nevertheless, it gives what 
we shall find to be valuable evidence of the very great 
incompleteness of all our official reports of accidents. 

The table includes 58.6 per cent. of the total popula- 
tion of the United States, and hence we formerly 
assumed should give, in a rude way, some approxi- 
mation to 58.6 per cent. of the accidents in the United 
States, or sufficiently close thereto to make the result 
useful as a check. If it did so, we should have in the 
United States, 855,000 railroad employés, and 2,225 
killed and 8,300 injured among them per year, against 
the much smaller numbers which we formerly de- 
duced in a similar way for the years 1879-80. Really, 
however, there are, as nearly as can be estimated, not 
over 588,000 railroad employés in the United States, 
and in 1880 there were only 418,957. For the year 
1883 there may perhaps have been 520,000, or only 61 
percent. Reducing the totals of killed and injured, 
as just rudely determined, in the same proportion, we 
have : 


Oe eee 
Against former estimates, 
as above, from statistics | 1879..1,124 “ “ 242g 
1880.. 1,664 “ ? _——- * 


1883.. 1,855 killed and 5,060 injured. 


Milas cnams beomnyaseccksses 7 


The superficial correspondence is very satisfactory, 
although, as we have already noted, the correspond- 
ence is only superficial, and due to the fact that the 
former error in excess, due to including many acci- 
dents twice over, happened to be just about sufficient 
to balance the error in deficiency, due to the much 
greater imperfections of the earlier state reports, 
which are bad enough now. As one slight evidence 
that there has been great improvement which is stil 
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going on, we may compare the New York state acci- 
dent report for the last two years : 


Killed. Injured. 

Wiss anniek tinesdse sien. 3tuciuk tieahoaubeen oe 77 
1883 (as per table) .... - ... -.--..006 pokes mare 110 396 
Increase in one year........ ...2-+- s+ 37 403 


The palpably erroneous and uncertain conclusions 
which can alone be drawn from the state reports, 
may be much improved upon in a manner which we 
explained at length in our former article. We may 
reasonably expect that, in any large aggregates, 
accidents will bear some approximately uniform ratio, 
all other things being equal, to the number of locomo- 
tives in use ; and that the same is true of the ratio of 
killed to the injured, if the statistics are at all accurate. 

On this basis, after testing the truth of the assump- 
tion, we may reason from the records for a series of 
years, even of single large roads, having some thou- 
sands of employés, as to what should he the propor- 
tion of the killed to the injured and the number of 
each per locomotive. It is also clear that, whenever 
we find the ratio of injured to killed, on a large 
aggregate, very noticeably small, we have therein a 
pretty strong indication that all the cases of injury 
are not reported ; and if, in the same cases, the num- 
ber of killed per locomotive is also smaller than 
usual, the indications that omissions exist are strength- 
ened. 

We compared in this way, in our former article, the 
records of 14 different roads, controlling some 3,700 
locomotives, on which nearly one-fifth of the traffic 
of the country is carried on, and on which (naturally) 
about a fifth or sixth of the whole number of re- 
ported accidents occurred, with the results set forth 


below. Some of these roads were well known to be | 1 


more faithful than others, and we sub-classified them 
as nearly as may be in accordance with their well- 
known reputation in this respect. The comparisons 
gave the following showing of the number of locomo- 
tives to each employé killed and injured : 


Number of Engines to Bg Employé Killed and Injured on 
4 Lines, 1879-80. 


-— —Killed.—. ——Injured.—. 
— and 1880. 1879 and 1880 
6 Roads reporting accidents } ae “ 2 (0.79 (0 78 
most fully (Ul. Cen., - to to 
Penna., i? & Erie, P 7 17.30) 173) 2.82) 2.10) 
C. & St. L., United N. ra a . pe 


ie Pp set 13.6 13.2 1.78 1.73 

3 Roads reporting accidents . 

less fully (Boston & AL | a 9 os «s Ga 
song, H. Y. Con, Che Si sam tm | (88) 73) 





164 146 821 6.26|3829 


14 average roads, including 


the above, U. 8. Census, 14.4 14.4 2.6 2.67 
erty 


We have here strong presumptive evidence at least, 
which we will not discuss in detail, (1) that some roads 
are very remiss in their reports, and (2) that the aver- 
age number of employés killed outright is 1 to every 14 
engines at best, and probably a shade less ; and that 
the number of employés injured so seriously that the 
average of the more faithful roads thinks it im- 
portant to report them is about 1 to every 134 (1.75) 
engines. Assuming these even figures, which we 
shall present evidence to show are probably consider- 
ably too low for the number of killed and certainly 
very far too low for the number of injured, if the 
jatter is to include all injuries requiring a doctor, we 
obtain the following appalling totals : 

-—-Employés.— 
Killed. Inj’d. 
United States, ben, (with 24,587 locomotives) .... 1,755 
0 (with 17, 412 locomotives) .. . 1,245 9,950 
(In each case, “ erilled to8 injured). 

As computed in the Railroad Gazette of Nov. 18, 
1881, precisely according to the various ratios above, 
the record was as follows ; the close correspondence 
between the number obtained for those killed compared 
with the erratic ratio in the number of those injured 
being, it would seem, proof almost amounting to dem- 
onstration of the unwarrantable errors in reports : 


— Employés.— 
United States, 1880: : Killed. Injured. 
In proportion to population and statistics of state <. 
| RE er Sa ey aay ene 1.264 5,664 
(or 1 to 4. 47) 
In proportion to locomotives and statistics of 14 
singie roads (for 2 years), owning 3,278 — 
tives or 18.3 per cent. of the 17,965 in 1&80.... 1,246 6, 722 
(or 1 to 5.38) 
In proportion to locomotives on roads reporting 
accidents x fully (Boston & Albany, A. x. 
Com., Gel. & WH. W).cccoes oo co ccces cocceesce 1.229 2,867 
(or 1 to 3. 31) 
In AB pad ge to locomotives on roads reporting 
accidents most fully (Ill. Cen., Erie, four Penna. 
SED Gai oda 0 ccecsenvaneaeebeaebesde™ 6a -9Ssagen 1,359 10.375 
(or 1 to 7.63) 


To these we add, for comparative purposes, the fol- 
lowing similar statistics computed from the census rec- 
ords of accidents and other data which did not then 
exist. The last line gives an especially notable and 
valuable bit of information, from a source from which 
we shall deduce some further important data: 

-—-—Employés —-— 
ill mowes. 
Uuited States, 1880 (Census report). ........ 923 
(or 1 to 3. 93) 


Baltimore & Ohio Railroad, according to Census 
WOE PEE vc nchdncescee Sesacs weerns K60 1 

(or 1 to 4.30) 

Same road, 1883, according to the records of 
its Employés’ Relief Association............- 


7 2,330 
(or 1 to 41.0) 


133 | 7,054,000 this. 


To determine how correctly this corresponds with 
the relationship above given of the number of locomo- 


6 | tives to the number of accidents, we add the follow- 


ing figures ; all comment on which, as also all attempt 
to determine which proportion of these immense ag- 
gregates happen to trainmen and yardmen, and what 
proportion of the latter again are due to coupling cars, 
we must postpone : 
Engines per Employé Killed or Injured. 
—No. employés— —Engines 


Engines. killed. injured. 1killed. 1inj'a, ‘d. 
U. S. Census (1880).. 17,412 923 5,617 18.82 4.82 
—_— imore & Ohio. 


880 (U.S. Consus). 547 31 133 17.62 4.12 
i883 (relief assoc.). 552 57 2,330 9.7 0.234 


{2,530 employés killed (includ- 

ing all those losing their life 
injured in the whole United A — death of any 
States, if there are as mary 


per engine as on the Seece | 105. 200 employés injured (in- 

& Ohio Railroad (24,587 loco-\ cluding all injuries and 

motives), as shown ~s records; wounds, however caused, re- 

of the Baltimore & Ohio Re- Ses Ss services to 

lief Association. ress the wound or otherwise 
t creating a title to relief.) 


Aggregate of Various State Reports of Killed and Injured Em- 
P loyés, with deductions therefrom en 


Number of employés killed and 
































| No. Emp’s 

No. of employés. | to 1 killed 
or injured | Ratio of 
STATE. ae killed to 
. . | ] . injured. 

n ser- , | n- aH n- 

vice. Kill’d ured) Kill’d jured 

| 
| | 
*+ Massachusetts....| 29,844 oa 203; 481 | 147 |1 to 3.29 
*+ Connecticut. ..... | | 12,469 41; 118) 304 | 105 * 2.88 
*+ New York........ | 91,109 110) 396! 830 230 | “ 3.60 
* Pennsylvania 138,057 | 358)1,707, 385 | 8l | * 4.79 
*+Ohio. ... .| 38,123} 153| 657; 248 | 58) “ 4/29 
* Illinois .. (42,000)' 6| 178 (553) | (236); “ 2.24 
* Wisconsin -.| (15,000); 43| 103 (350)|(145)| “ 2.40 
*+Michigan......... 19,531 62! 289, 315 | 67 | “ 4.67 
Minnesota. .......... 23,145 75) 240 307 96; “ 3.2! 
Dsc2- avcccer esse 27,112 82} 255) 330 | 108 | “ 3.12 
mena nian <wemeeit 32,801 60; 233 536 | 140 | “* 3.90 
OT Es 19.486 | 133 376 146 2| * 2.78 
South Carolina qe 6,931 12 34! 578 | 204 | “ 2.83 
Alabama............ (5,000) 15 67) (333)| (75)| “ 4 47 
ss. Se dhe 
| 

Total, 14 states... .|500,608 | 1,302,4,855 384 | 103 | “ 3.73 





THE AUGUST GRAIN MOVEMENT. 


The August grain movement was light, the receipts 
and shipments of the Northwestern markets and the 
receipts of the Atlantic ports having been, for the five 
weeks ending Sept. 5, in bushels : 





-——--Northwestern--—, Atlantic 

Year Recei Shipments. receipts. 
See ee 33,230,315 29,062,749 38,636,827 
Mitinwseensest, <a) eben 7,885.693 32.832,112 37,762,505 
MEE Sebivedcous eagswieee 36,881,689 ,599,268 28.694,583 
eee 28,802,< 24" 1203.114 28,726,686 
a a ee 34,407,261 28,275, 630 21,760,602 
EER Pee 16.058, 25,627,787 18,726,288 
Re Neecscensa a avd - 27,995,700 23,397.988 20,203,369 


Thus the contain of the Northwestern markets for 
the month, and also their shipments, were less this 
year than in any other of the seven, and the receipts at 
the Atlantic ports were less than in any year except last 
year, but were 8 per cent. more than then. The 
Northwestern receipts were nea*ly a fourth less than 
last year, and the decrease from 1880 and 1881 was 
still greater. The decrease in Northwestern shipments 
was not so great, they being this year about 9 per 
cent. less than last year, a seventh less than in 1883, 
and nearly 30 per cent. less than in 1880, when they 
were greatest. The Atlantic receipts have decreased 
more than the Northwestern receipts in comparison 
with the earlier years here given, although they were 
more than last year. Thus the Northwestern receipts 
were 5} millions less than in 1879; the Atlantic re- 
ceipts, 184 millions less; since 1880 the decrease is 10 
tnillions in Northwestern and 17} millions in Atlantic 
receipts. Thus the decrease in the receipts of the 
Northwestern markets and the decrease in Atlantic 
receipts this year, in comparison with previous years, 
has been : 


-——-~Decrease in Receipts.——, 
Northwestern. 


. Atlantic. 
vse acncincs sop saviuadseas 6,235,000 18,433,000 
eine cepeecgs vche stds vetees 9,890 000 17,559,000 
a er eeere 8,886,000 8,491,000 
i —=— owt 807,000 8,523,000 
lOO eee 6,412,000 1,557,000 
Mh [Neeeseh cba: Sesacee. 54d004 8,063,000 (Inc.) 1,477,000 


The increase at Atlantic ports this year is due to 
larger receipts of corn and oats, there being 
very little corn to spare for export last year. The 
Atlantic ports received but 2,331,000 bushels of corn 
in these five weeks last year, against 5,829,000 this 
year; while at the Northwestern markets there was 
actually a decrease in corn receipts this year—from 
11,200,000 to 10,610,000 bushels. The great decrease 
at the Northwestern markets has been in wheat— 
from 15,862,000 to 8,454,000 bushels, but there was 
also a great decrease at the Atlantic ports—13,331,000 
to 7,239,000 bushels. The movement of oats to the 
Northwestern markets was very large in both years— 
more than 8,000,000 bushels—but at the Atlantic ports 
it has increased from 2,891,000 bushels last year to 
This grain comes forward by rail 





chiefly,and it has probably taken advantage of the 
very low rates this summer, 





For the year down to Sept. 5 the grain movement 
has been, for four ee 


1884. 
N. W, receipts......... 351, "661 202.833; 713 189,837,274 195,290,622 
N. W. shipments..... 1st 752,370 171,941,968 175, 724.420 172,822,670 
Atlantic receipts...... 132/543,499 169, 215; 612 139,897,877 166,080,555 


Thus the large crops of last year, felt nearly through- 
out the first six months of the year, made the move 
ment this year nearly as large as ever before, which 
emphasizes the change since harvest shown by the 
August movement. 

The percentage of the total receipts arriving at each 
of the Northwestern markets has been : 


1880. 1881. 1882. 1883. 1884. 1885. 
Chicago.... ... 51.2 55.6 46.4 





51.4 54.7 45.7 

Milwaukee . oe 3.6 2.2 2.3 2.3 1.8 
Toledo ... .... 3 1L.3 13.9 14.7 11.6 9.2 
FF 2.h 3. 2.3 25 5.1 7.3 
Cleveland .... 3.1 1.3 2.3 2.8 1.7 0.9 
St. Louis ..... 14.3 15.3 24.7 17.4 15.3 21.2 
PeOTIA........00 8.4 96 7.5 8.6 8.7 11.6 
Duluth 1.0 0.3 0.7 0.3 0.6 2.3 
Os isee si 100 0 100.0 100.0 100.0 100.0 100.0 


Thus Chicago had a smaller proportion this year 
than in any other of the six, and so also did Mil- 
waukee, Toledo and Cleveland, while Detroit, Peoria 
and Duluth had a larger share this year than before. 
The increase at Detroit is due to the fact that Michigan 
alone had a fine wheat crop this year. St. Louis’ share 
is larger than was to be expected, in view of the poor 
wheat crop of the country from which it receives. 

The percentages of the several Atlantic ports in 
August have been : 


1879. 1880. 1881. 1882. 1883. 1884. 1885. 
New York. 474 428 484 42.8 44.3 49.2 63.5 
Boston.. .... 6.9 8.4 7.2 5.0 10.1 4.8 5.2 
Portland. ... 0.1 0.6 0.2 0.2 4 0.3 04 
Montreal.... 7.0 11.9 6.8 7.1 5.7 &.8 50 
Philadelphia. 17.8 11.9 11.0 2.8 10.3 8.2 6.7 
Baltimore... 18.5 20.8 21.5 24.9 18.4 19.6 116 
Richmond... .... ane 8 “a : 28 2.1 
New Orleans, 2.3 3.6 3.5 7.2 9.7 6.3 5.5 


190.0 100.0 100.0 100.0 100.0 100.0 100.0 

Thus New York this year received a very much 
larger share of the grain than in any other of the 
seven, while the shares of Montreal, Philadelpbia and 
Baltimore were exceptionally small. The two last- 
named places suffer especially from the failure of the 
winter wheat crop. 

As some one hunting in his imagination for a cause 
for the continued low trunk-line rates has decided 
that it is the New York Central’s determination to do 
away with the differences between the rates to New 
York, Philadelphia and Baltimore, and as the above 
indicates that these differences have not prevented a 
decrease in the proportion of business going to the last 
two places in August, we cite their percentages for the 
eight months ending with August, which have been : 


Ry 1880. 1881. 1882. 1883. 1884. 1885. 
uel Suet. + 3.4 8 44.8 47.0 51.1 443 466 488 
ob, i 8.0 9.4 10.2 10.1 11.0 8.8 
Philadelphia. 18.3 15.9 112 10.8 10.3 8.9 12.0 
Baltimore ... 21.1 18.1 181 14.4 18.4 18.7 168 


New York thus had a larger share of the grain—the 
only east-bound freight of which Baltimore receives 
any important share—this year than in any other of 
the seven save one, while Baltimore’s share is smaller 
than in any other year save one, and Philadelphia’s 
was exceeded in 1879 and 1880, and this though the 
heavy winter wheat crop of last year made the circum- 
stances this year, down to July, unusually favorable 
for Baltimore and Philadelphia. Taking the two 
northern ports together and comparing their percent- 
ages with those of the two southern ones, we have: 

1879. 1880. 1881. 1882. 1883. 1884. 1885. 
N.Y.andBos.51.1 528 564 613 544 57.6 57.4 
Phil. and Bal. 39.4 34.0 29.3 25.2 2867 27.6 288 

If we go further back, we shall find Philadelphia 
and Baltimore with a larger share than in any of the 
last five years—in 1876, 38.7 per cent.; in 1877, 35.5, 
and in 1878, 33.4 per cent. 

The very low rail rates have a tendency to increase 
the proportion going to Baltimore and Philadelphia, 
and decrease that going to New York, because they 
lessen the amount shipped by canal, which goes to New 
York exclusively. Notwithstanding this, we find that 
New York is more than holding its own, and gained 
decidedly last August, when rail rates were especially 
low. 

The exports in August, as in July, also make a had 
showing, though there is a large increase in the corn 
exports. For August, the two months ending with 
August, and the six months ending with July, the 
total grain and flour exports (reduced to bushels) have 
been: 


Bushels : _, 1885 1884. Inc. or Dec. P.c. 
BOD, 5 5:06 vicvckces 025,895 17,728,828 -—- 10,702,933 60.3 
July and August. . 18: 213, 035 31,359,747 -- 15,146,712 48.3 
Six mo. to June 30. 103,299.805 69,105,024 + 34,194,781 49.5 
8 =. to Aug. 31..119, *512 2.840 100,464,771 + 19,048,069 19.0 

Value : 

August ............ $7,709,956 $16,519,044 — $8,809,088 53.3 
July and August... 16,424,261 28,890,798 — 12,466,537 43.1 
six mo. to Juse 30. 76,844,677 68,174,377 + 8,670,400 12.7 
8 mo. to Aug. 31.. 93,268,938 97,065,175 — 3,796,237 3.9 


Thus the decrease since June, when the new crop 
began to have an effect, is enormous, In the first half 
of this year there was an increase of 34,000,000 bushels 
(nearly 50 per cent.) over last year, but in the next two 
months a decrease of 15,000,000, more than two-thirds 
of which was in August. In values, the increase of 
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$8,670,000 in the first half of the year was whelly | 


destroyed by the decrease in August alone, leaving a 
loss of $3,800,000 for the eight months. 

A comparison with last year alone, however, gives 
but an inadequate idea of the decline of the bread- 
stuffs exports, for last year these were the smallest 
for several years. In the month of August the quan- 
tity (all grains and flour reduced to bushels) and 
value of these exports have been for five years : 

1881. 1882. 1883. 1884. 1885. 
Bushels. . 23,714,010 24,416,040 19,399,951 17,728,828 7,025,895 
Dollars .. 25,547,521 28,951,320 18,816,129 16,519,(44 7,709,956 

Thus the quantity exported this year is not only 60 
per cent. less than last year, but 63% per cent. less than 
in 1883, 71 per cent. less than in 1882, and 70 per cent. 
less than in 1881 ; while the value is 60 per cent. less than 
in 1883, 73 per cent. less than in 1852, and 70 per cent. 
less than in 1881. The corn experts this year in 
August seem large, when compared with those of 
last year, but they are actually extremely light 
compared with an average year—indeed, there 
have been but three years—1875, 1882 and 1884—that 
they have been as light as this year since 1872 at least, 
and in 1876, 1877, 1878, 1880 and 1881 they were more 
than twice as great as this year. The wheat exports 
are the smallest since 1871 at least, but this has been 
so far made up by the increase in flour exports since 
1879 that the aggregate wheat and flour exports last 
August (5,633,961 bushels) were greater than in 1876, 
though very much less than in any subsequent year, 


_ and even a little less than in 1875, 1874 or 1873. 


This is a very inauspicious beginning of the crop 
year, caused by a great decrease in the wheat and flour 
exports (74 per cent. in wheat and 25 per cent. 
in flour in August), together with a small de- 
crease in prices (10 per cent. in corn and 8 per 
cent. in flour, but a slight increase in wheat). The 
decline in wheat and flour exports is only what was 
to be expected from the decrease the wheat crop 


from 513 to 350 millions of bushels; and 
though the surplus from the old crop. on 
hand is unusually large, it is hardly possible 


that the wheat and flour exports will be otherwise 
than small this crop year. Then to keep up our ex- 
ports to anything like the usual figures, we must look 
to corn. Of this we can doubtless spare all that the 
world will take at current moderate prices. There 
must be a very large part of last year’s crop in farmers’ 
hands now, and with another large crop coming, 
they ought to be able to spare a great deal. There is, 
however, a much larger home consumption than there 
used to be, and no doubt the amount used for feeding 
will be very much larger this year than last. This is 
indicated by the way prices keep up. But a very small 
part of the corn is going abroad, and the Northwest- 
ern receipts are mostly absorbed before they reach the 
seaboard. Yet it is difficult to see how our supply 
can be disposed of without a great increase in the ex- 
ports either of corn or provisions. 








The Canadian Pacific and the St. 
toba Railroad. 


Paul & Mani- 





The arrangement made by the St. Paul & Manitoba 
Railroad with the Canadian Pacific is virtually the 
sale of the traffic of a number of connecting railroads 
by a single one of them for a consideration not shared 
with its associates in the line. Such an arrangement 
is possible only when the company so selling has a 
monopoly of some part of the line. The Manitoba has 
until recently been the only railroad approach to 
Manitoba and the Canadian Northwest. Indeed, it is 
not long since it was the only approach, the line of 
the Canadian Pacific from Lake Superior to Winnipeg 
not having been opened until the spring of 1884. The 
connection of Manitoba with the provinces of Ontario 
and Quebec is much closer than with the United 
States. Its people have mostly come from Canada or 
from Great Britain by way of Canada. The tariffs of 
the two countries prevent a free interchange of goods, 
so that the manufactured goods of Manitoba 
come chiefly from Ontario, which, is, indeed, 
to the Canadian Northwest much what our East is to 
our West. The Canadian Pacific carries between the 
Canadian East and West either through by rail, by its 
line recently completed north of Lake Superior, or by 
lake and rail, its steamers on Lake Superior and 
Georgian Bay forming an intermediate link. Now 
this traffic, before the completion of the Canadian 
Pacific from Winnipeg to Lake Superior, all had to 
pass from the Canadian to American railroads at De- 
troit, thence by way of Chicago to St. Paul, and 
thence by the Manitoba Railroad. The Grand Trunk 
especially was able to get a large part of this business, 
gathering up the west-bound business at its origin, 
and carrying it all the way to Chicago. The distance 
is greater by this route, but not so much greater but 
that the numerous well equipped lines from St. Paul 
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east could compete effectively for it. On all this 
traffic the Manitoba had a haul of 391 miles, from St. 
Paul to the junction with the Canadian Pacific at the 
Manitoba line. 

But the equality of the two routes has one tremen- 
dous limitation. The American lines only reach the 
boundary. For their traffic to reach any part of 
Manitoba or the Northwest, beyond wagon haul from 
the line, it must pass over the Canadian Pacific itself. 
Their competition is virtually for the local trajjic of 
the Canadian Pacific—traffic which, under ordinary 
circumstances, no railroad would expect to share. 
That they have been able to share it is due solely to 
the short distance from the border to Winnipeg, the 
traffic centre of Manitoba—only 66 miles by the Cana- 
dian Pacific. Now, to shut out traffic hauled some 
1,600 miles from Ontario to the boundary, by a local 
rate, over the 66 miles from the boundary to Winni- 
peg, it would have to be enormously high—higher 
than a border railroad even would think it wise 
to charge. By making the rate from Ontario to the 
border less than the rate by the Canadian Pacific from 
Ontario to Winnipeg by an amount a little greater 
than its rate from the border to Winnipeg, the Mani- 
toba Railroad and the American lines could and did 
get part of the traffic. 

There could not be much profit in this for the rail- 
roads east of Chicago compelled to accept trunk-line 
rates, while those from Chicago to St. Paul have to 
compete with lake rates to Port Arthur; but there 
may have beena larger margin for the St. Paul & 
Manitoba—that is, it might carry the traffic for Win- 
nipeg at a less rate than it carried to the border and 
local points, and yet have a profit left. For the 
Canadian Pacific, every ton diverted from it at Mont- 
real means the loss of a ton hauled about 1,350 miles. 
It could therefore afford to pay the road through 
whose aid alone this diversion could be effected more 
than the latter could possibly make on a haul of 391 
miles, in order to secure all the traffic to itself 

If railroad construction were as free in Manitoba as 
it is south of that line, the circumstances would be 
different. But it was the deliberate intention of the 
Dominion government that there should be no com- 
petition, but that the Canadian Pacific should have a 
monopoly of the traffic. Very onerous conditions 
were imposed on that company, one of them being 
that it should build more than a thousand miles of 
railroad east of Winnipeg to make a direct connec- 
tion with the eastern provinces through a coun- 
try which is still almost utterly uninhabited 
and contributes next to nothing to the traffic. 
It was only a reasonable requirement on the part of 
the company that to it should be secured, so far as the 
government could secure it, the whole of the through 
tratfic of the fertile country west of Winnipeg—so far 
wholly traffic to and from stations on its own lines— 
for this long line through the wilderness. To this 
end it was provided that nocompany but the Canadian 
Pacific might build any railroad in the Canadian 
Northwest within 25 miles of the United States line. 
Of course all this is nothing to the American roads, 
who will get a share of the business if they can, and 
who doubtless can get nearly all the traffic inter- 
changed with this country except that which goes by 
lake via Port Arthur. But the action of the Canadian 
government puts great obstacles in the way of com- 
petition for the Canadian trade. 

This suggests that the Canadian Pacific is said to 
have in view the construction of a branch from its 
main line southward into Montana for the purpose of 
securing a share of the Montana cattle shipments 
which otherwise would go to the Northern Pacific, 
and that the American railroads may justly protest 
that if they are not allowed to go to the Canadian 
Northwest for traffic, the Canadian Pacific should be 
kept out of our Northwest. Probably their protests 
would have little effect, however, if the Montana 
people want the road (and they will want all they 
can get), and moreover, it will not be necessary to 
cross the line to get a share of the cattle, as they can 
be driven long distances in a good grass country to 
the place of shipment. Fort Benton is about half- 
way between the Northern Pacific and the Canadian 
Pacific, and the border is about half-way between the 
Canadian Pacific and Fort Benton. 








Twenty-six reports of August earnings received this 
week in addition to the 24 published last week give 
the following aggregates for the 50 roads: 

1885. 1884. Decrease. P.c. 
Earnings...........$17,224.347 $17,939,825 $715,478 4.0 

The roads reporting this week make a _ worse 
showing than those reporting last week, but a large 
part of this isdue to the Wabash, whose decrease of 
$295,000 in earnings is largely because of a decrease in 
its mileage. If we leave out this road altogether, we 
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shall have a decrease on 49 railroads amounting to 
$420,257, or on 24 per cent. 

The returns include a corrected statement for the 
Illinois Central, with the Southern Division sepa- 
rate, from which it appears there was a slight gain 
by the Illinois lines, but a decrease of {84 per cent. 
by the Southern Division, notwithstanding a large 
increase in mileage, which leads one to suspect that 
it may have lost some business to the new Louis- 
ville, New Orleans & Texas road. 

Of the 26 roads reporting for the first time this 
week, ten have an increase over last year. The gain 
of 4 per cent. by the Cedar Rapids & Northern is 
made with a large increase in mileage ; the Denver & 
Rio Grande Western gains 12 per cent.; the Florida 
roads, 7 per cent., the Gulf, Colorado & Santa Fe, 114 
per cent., reflecting the better crops in Texas; the 
Marquette & Ontonagon gains a trifle ; the Fort Scott 
& Wichita, 264 per cent.; all the Richmond & Danville 
roads except the Virginia Midland, and the Western 
North Carolina gain largely. 

The larger decreases are 15 per cent. by the Evans- 
ville & Terre Haute, 163 by the Grand Trunk, 16 by 
the Springfield & Memphis, and 15 by the St. Joseph 
& Grand Island. 

For successive years the August earnings of some of 
these roads have been : 







1881. 1882. 1883. 1854. 
B., C. R. & N...$209,112 $224,920 $232,522 $216.600 $22: 
Cleve... A.& C.. 36,394 42,687 51,297 48,074 
es et . 57,581 95,476 





Flint & P. M.... 
Grand Trunk..... Sacha 
Gulf, Col. & S. F.190,729 
K C,Ft. S. & G..135.866 


166,157 
1,310,838 
141,192 
158,051 






Marg.. H.& O....155,000 166,402 117,269 
hioSo.......... 24.501 33.483 ; 42,007 

St. P..Minn. & M 414,954 801,759 629,613 571,762 

Wis. Cen.... ...: 85,790 95,940 122,905 104,423 107,879 
The Burlington, Cedar Rapids & Northern has 


about the same earnings as in 1882, having increased 
its mileage nearly one-half meanwhile. The Cleve- 
land, Akron & Columbus has had no change in mile- 
age, and earned this year 6 per cent. less than last and 
12 per cent. less than in 1883, but more than in previ- 
ous years. The Evansville & Terre Haute earned less 
than in any other year since 1881, as also did the Fliat 
& Pere Marquette, the latter 24 per cent. less than in 
1883. The Grand Trunk’s decrease from last year is 
163 per cent., and from 1883 22% per cent. The Gulf, 
Jolorado & Santa Fe has had no change in mileage 
for three years, but in 1881 worked but half as much 
as now. It recovers somewhat from the extreme de- 
pression of last year, but remains far (25 per cent.) 
below 1883. The Fort Scott & Gulf has an interrup- 
tion to its steady and rapid gain for several years 


past; the light Kansas crops account for it. The 
Marquette & Ontonagon does as well as last 


year, when it suffered a decrease of 28 per cent. 
It has had a considerable decrease heretofore this 
year, and the change may indicate that the iron 
ore shipments no longer fall off. The Manitoba has 
decreased steadily since 1882, and this year, with 40 
per cent. more road, earned 344 per cent. less money 
than in 1882, its earnings per mile decreasing from 
$802 in 1882 to $492, $423, and now to $375. The Wis- 
consin Central earned 12 per cent. less this year than 
in 1883, but much more than in previous years. 








When it was announced that the New York Central 
had acquired control of the West Shore, it was taken 
for granted that trunk-line rates would be restored as 
soon as practicable and that it would be practicable 
very soon. This was a reasonable supposition. Nearly 
two months have elapsed, and not only have through 
rates not been restored, but there has been no serious 
effort made by the trunk lines to restore them. Nor has 
any cf those suffering from the present condition of 
things (as all trunk lines and many of their western con- 
nections are suffering very seriously) made any com- 
plaint of the neglect to do, what it seems that four or 
five men might do any day. We are therefore led to sus- 
pect that the present condition of things is the result of a 
deliberate purpose, and that the acquisition of the 
West Shore was only the first fruit of the policy which 
has kept and is keeping the heaviest railroad traffic 
in the country unprofitable. The ultimate purpose 
is probably to remove what is regarded as a serious 
obstacle to the permanent maintenance of rates. if 
such obstacle exist, it is probably best that no restora- 
tion of rates should be made until it is removed. The 
losses of the most powerful lines are so enormous, 
however, that it is not likely that it will take long to 
effect what is expected from the continuance of the 
present unprofitable rates, 








The exports of hog products in August last make a 
better showing than in July, when they were the 
smallest since 1877, with one exception. In August 
they were 27 per cent. more this year than last, and 
more than twice as great as in 1882, and nearly as 
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great as in 1878 and 1881. For nine years they have 
been, in August, in millions of pounds: 


1877. 1878. 1879. 1880. 1881. 1882. 1883. 1884. 1885. 
55.6 64.2 910 869 63.3 29.8 99.0 48.7 61.9 


Thus the exports last month were greatly exceeded 
only in 1879, 1880 and 1888. For the eight months 
ending with August the exports have been, in millions 
of pounds, for the last nine years : 


1877. 1878. 1879. 1880. 1881. 1882. 1883. 1884 1885. 
483.2 788.2 831.7 892.3 735.0 459.8 524.6 400.7 522.4 


Thus the exports this year for the eight months 
were 30 per cent. more than last year, nearly the same 
as in 1883, 184 per cent. more than in 1882, but less 
than in any other year since 1877, and 414 per cent. 
less than in 1882, when these exports were greatest. 

The exports of cattle and their produce were some- 
what less in August this year than last, due to a large 
decrease in the exports of dairy produce, and a con- 
siderable one in fresh beef, there having been an in- 
crease in live cattle, and a very large one in salt beef. 
The value of the cattle products was not greatly less 
than that of the hog products in either year—48.7 per 
cent. of the whole (excluding live stock) this year, and 
44.7 last year. 

For the eight months ending with August, the ex- 
ports of live cattle and fresh beef were nearly the 
same this year as last, those of salt beef were twice as 
great this year, the tallow exports an eighth less. In 
dairy produce there was less change than might be 
expected from the August exports—a decrease of 2 per 
cent. in butter and 15% per cent. in cheese. The total 
value of the produce of cattle and hogs in August. and 
for the eight months ending with August, has been 
for five years: 


18381. 1882. 1883. 1884. 1885. 
Aug....... $10,305,992 $6,237,317 $12,060,061 $8,635,509 $7,313,147 
8 mos.... 93,107,833 65,922,185 77,457,670 62,047,275 64,217,516 


Thus the value in August was 154 per cent. less 
than last year, nearly 40 per cent. less than in 1883, and 
nearly 30 percent. less than in 1881, but 17 per cent. 
more than in 1882. For the eight months the value 
this year was slightly more than last year, and slightly 
less than in 1882, whilé 17 per cent. less than in 1883, 
and 31 per cent. less than in 1881. In 1881, however, 
these exports had already begun to decline, and were 
much less than in 1880 and 1879. 

The circumstances will be more favorable for large 
exports, especially of hog products, hereafter than 
they have been before since 1881, with the exception, 
possibly, of the foreign demand for them. We ought 
to be able to turn off a very large amount this fall and 
winter and next season, and they may do something 
to make up for light grain exports. 

The change in the destination of the shipments of 
grain over the Northern Pacific shows how the Lake 
Superior business is growing. The number of cars 
delivered at Duluth, Minneapolis and St. Paul in the 
last two crop-years ending with August were : 

Year to Aug. 31.— 














1885. 1884. Inc. or Dec. P.c. 

Duluth............... .. 15,184 8877 + 6307 70. 
Minneapolis......°-.-.. 2176 15296 + 650 426 
RNR iis asesesas cos 15 741 -— 726 98.0 
Total... ... 17,37 11,144 + 6,231 55.9 


Thus more than the entire increase in the grain 
went to Duluth, which received 87} per cent. of 
the whole in the year just past, against 80 per cent. 
the year before. This indicates that hereafter the 
Northern Pacific wheat not required for grinding by 
the Minneapolis mills will not go to market by way of 
St. Paul and Minneapolis, but chiefly by way ofa 
Lake Superior port, and, except under unusual 
circumstances, by lake vessels and not by railroad. It 
seems unreasonable that it should go to a Lake Michi- 
gan port, as the distance by lake to Buffalo is about 
the same from Chicago as from Duluth, and the rail- 
roads find it much more difficult to compete with the 
vessels from Duluth than with those from Chicago, 
because the Duluth-Buffalo passage must be met 
by a rail haul of 1,000 miles, while the Chicago- 
Buffalo passage takes the place of a rail haul of 
only 520 miles. Even at last week’s trunk-line 
rates from Chicago to New York, the railroads 
would charge 6 cents a bushel from Duluth to 
Buffalo, while the vessels carry for about 2} cents. 
Thus the growth of the country west and northwest 
of Lake Superior, in Manitoba as well as this 
country, is likely to increase lake traffic much more 
than an equal growth further south. It should never 
be forgotten that the lake route from the head of Lake 
Superior is very much more direct than the lake route 
from the head of Lake Michigan, 








There has been much speculation as to the reason 
why the Union Pacific is not making as large returns 
to its shareholders now as it did a few years ago, and 
we have sometimes intimated that its present misfor- 
tunes are largely due to the original sin of an exag- 
gerated capital account. The way this works is now 
being illustrated by the construction of a parallel line 





in North Nebraska by the Fremont, Elkhorn & Mis- 
souri Valley (Chicago & Northwestern). This road now 
extends about 400 miles west of the Missouri River, 
with 57 miles more, to the Wyoming line, under con- 
tract. The extension of this road built this year, laid 
with 60-Ib. steel rails and equipped, has cost not more 
than $15,000 per mile. The part of the Union Pacific 
with which this competes, that is, the original Union 
Pacific Railroad from Omaha to Ogden, has a capital 
of more than $100,000 per mile, on all of which inter- 
est and dividends were paid until recently. There is 
not and never has been any room for any more 
$100,000-a-mile railroads in the territory adjacent to 
the Union Pacific, but $15,000-a-mile roads do very 
well almost from the first. The Burlington built a 
line to Denver, not so cheap as that doubtless, but so 
cheap that with much less than the Union Pacific’s 
traffic it was a source of profit; the Northwestern’s 
line divides no through traffic like that of Denver, but 
it intercepts the large cattle traffic which hitherto has 
come from the north to the Union Pacific, and it is 
likely to cut off the whole of the Black Hills traffic 
from that road, and the traffic which comes to it al- 
ready is likely to support it and moreover to encour- 
age its extension still further west, entirely across the 
grazing country to the mountains, perhaps over the 
mountains to Utah, where there will be a through 
traffic to share, though for a few years past it has not 
been worth much. It will cost more than $15,000 per 
mile to take it over the mountains, and doubtless the 
cost of the road already built will increase as years go 
by, but the fact remains that this road can be built 
fora mere fraction of the capital per mile of the 
Union Pacific, and can be supported for less than a 
thousand dollars a mile of net earnings, while every 
extension now brings traffic to nearly 900 miles of the 
Northwestern’s system already built, Chicago being 
about half-way between the present western terminus 
at Chadron and the city of New York. The extension 
is by no means near the Union Pacific, is indeed more 
than a hundred miles north of it, nevertheless it ef- 
fectually intercepts traffic coming from the country 
north of it (including the Black Hills) and divides the 
traffic of the intermediate country, which consists 
chiefly of cattle. 








A correspondent of Bradstreet’s, writing from the 
city of Mexico of the competition of the Mexican Cen- 
tral with the Mexican Railway (Vera Cruz to city of 
Mexico) says that the latter is much the quickest route, 
shipments from New York arriving at the city of 
Mexico in two or three weeks via Vera Cruz, and re- 
quiring two or three months via El Paso. What the 
freight can be doing for 60 or 90 days going a distance 
of 3,740 miles—30 to 62 miles per day—is hard to 
understand, except that it is said that there are uncon- 
scionable delays at the Paso del Norte Mexican custom 
house, and again 500 miles further south at Villa 
Lerdo. The competition has been effective enough, 
however, to bring down the enormous rates of the 
Mexican Railway from Vera Cruz to Mexico (264 miles) 
from $2.45 per 100 lbs. ($54 per kilometric ton) for 
most imported merchandise to $1.82 ($40 per ton), the 
latter being at the rate of only 13} cents per ton (of 
2,000 Ibs.) per mile. The Mexican Central’s rates from 
Chicago to Mexico (2,870 miles) range from $3.95 per 
100 lbs. for the first class and $2.75 for the fourth class 
down to $1.70 for Class D—from 2.75 to 1.185 cents 
per ton per mile. The merchants of Vera Cruz resent 
the competition of the American railroad, and express 
great indignation at the discrimination against the 
people at local points on the Mexican Central north of 
the city of Mexico. This road is at great disadvantage 
compared with the Vera Cruz route for imports from 
Europe or our Eastern States, but it is likely to com- 
mand the freight from the upper Mississippi Valley— 
such as provisions, vehicles, etc., which are of consid- 
erable importance. With rates on the Mexican Rail- 
way anything like as low as those on the Mexican 
Central, probably the latter could hardly take any of 
the exports even from the upper Mississippi Valley, 
except perhaps from Kansas City. At present the 
lowest rate from Chicago via El Paso to Mexico, 2,870 
miles, is but little higher than the lowest rate from 
Vera Cruz, 264 miles—$1.70 against $1.36. When (if 
ever) an American company completes a road from 
the city of Mexico to the Gulf at Tampico or Vera 
Cruz itself, the Mexican Railway will find out what 
competition is. 








The Grand Trunk in the First Half of 1885 


The Grand Trunk Railway statement of the result of its 
working in the first half of this year seems to have caused 
astonishment and consternation among its stockholders in 
England, notwithstanding that it has made monthly state- 
ments of earnings and working expenses which ought to have 
made it plain that the half-year was a disastrous one, The 





earnings and expenses for the six months to June 30, for the 
last three years, have been as follows : 

















885. 1884. 1883. 
Gross earnings.. ........ £1,423 800 £1,608,469 £1,834,188 
ES o..6c0.00 ane vine 1,090,700 1,174,896 1,322,219 
Net earnings... ...... £333,100 £433,573 £511,959 
Other income............ 24,900 81,423 3,212 
Total income .......... £358,000 £514,996 £515,171 
Fixed charges........... 406,300 400,803 413, 822 
Surplus.... Gates ) bbeedmead £114,193 £201,349 
DUE, coc viccssccccss 04 Geen.  “pansstls . Mina 


The decrease from last year is 11!4 per cent. in gross earn- 
ings, 714 percent. in working expenses and 2314 per cent. in 
net earnings; the decrease from 1883 is 22! per cent. in 
gross earnings, 1714 per cent. in expenses and 35 per cent. in 
net earnings. There has been a large increase in the charges 
since 1883, and a slight one since last year, and the income 
from interest and dividends on its holdings of securities of 
other companies has greatly decreased since last year, so 
that the surplus after paying fixed charges, which amounted 
to $1,007,000 in 1883, and to $571,000 last year, is trans- 
formed into a deficit of $241,500 this year. 

The Grand Trunk, however, has done better than some of 
the trunk lines further south, so far as earnings are concerned, 
The trouble with it was that it had not much to lose. Even 
in 1883 its working expenses were 72 per cent. of its earn- 
ings. A decrease of 14 per cent. in gross earnings, therefore, 
would take half its net earnings, if expenses could not 


be reduced, and when a reduction is caused by lower 


rates, they cannot usually be largely reduced. Nearly 
three-fifths of the income were absorbed by the fixed 
charges in 1883 and nearly four-fifths last year, so 


that there was comparatively a small margin left for the 
stock—only about 7 per cent. of the gross earnings. That 
this should be swept away by the condition of trunk-line 
business this year is not to be wondered at. It only proves, 
what was evident enough before, that the Grand Trunk can- 
not live with such rates as have prevailed this year, which is 
true also of several American companies. They are sure to 
be brought to bankruptcy if this state of things continues 
long. 

The Grand Trunk helped out its dividends last year by a 
large draft from the accumulated Great Western renewal 
fund, and by a windfall in the form of a judgment for the use 
of the International Bridge by the Canada Southern for some 
years previous. This enabled the company to divide more than 
$900,000 a year, and it paid 4 per cent on its guaranteed 
and 5 on its first preferred stock. The contrast be- 
tween this and the deficit of this year has apparently dis- 
gusted the shareholders, and on the London Stock Exchange 
there was what is for London a great fall in the prices of the 
company’s stocks as soon as the statement for the half-year 
was published, amounting to 10 per cent. or more in two 
days. 

The lines which the Grand Trunk controls suffered with it. 
The Chicago & Grand Trunk has a deficit of $247,295, 
against $90,690 last year, and the Detroit & Milwaukee a 
deficit of $60,280, against $30,000. 

These deficits will have to be met by the Grand Trunk, 
which consequently will have to provide more than half a 
million dollars to pay unearned interest for the half-year. 








The Chicago through shipments eastward for the week 
ending Sept. 12, including only flour, grain and provisions 
this year and last, but all freights in previous years, have 
been as follows, in tons : 


1880. 1881. 1882. 1883. 1884. 1885. 
31,260 64,705 36,878 49,731 28,202 48,161 


Thus the shipments were 70 per cent. more this year than 
last, and, allowing for the freight other than flour, grain 
and provisions, doubtless larger than in any other year ex- 
cept 1881. The rates were also doubtless the lowest ever 
made, 10 cents per 100 lbs. being the commonest rate for 
grain and flour, with some shipments at 9 or 8 cents even, 
and none above 10. There must have been a loss on all the 
freight carried during the week. 

For six successive weeks the total Chicago shipments and 
the percentage going by each railroad have been : 

Week ending.— - 

















Aug. Aug. Aug. Aug. Sept. Sept 
Tons: 8. 15. 22. 29. 5. 12. 
DOE cccenss. seve 2,609 1,826 2,077 2.592 2,182 3,933 
BM cscnnnee:- ene 15,773 10,737 20.881 20,870 22,835 30.986 
Provisions....... 7.729 8,147 10,341 7,840 10,005 13,262 
Total ..... .... 26,111 20,710 33,299 31,302 35,022 48,161 
Per cent.: 
C. & Grand T 12.4 10.0 12.4 17.1 8.1 §.2 
Mich. Cen......... 32.7 23.8 18.5 133 19.2 20.7 
Lake Shore...... 9.7 7.1 13.5 109 19.7 22.5 
Nickel Plate .... 8.6 138 18.0 16.2 9.7 11.9 
Ft. Wayne....... 16.8 15.4 14.1 13.3 14.9 11.4 
C., &8t. L.& P. 9.6 12.5 8.3 7.9 9.5 12.2 
Balt. & Vhio.... 5.9 7.3 6.3 8.6 6.1 6.7 
Ch. & Atlantic.. 4.3 10.1 8.9 12.7 128 9.4 
WO dsna wes 100.0 100.0 100.0 100.0 100.0 100.0 


There is thus a gain in every kind of freight over the pre- 
vious week—80 per cent. in flour, 36 per cent. in grain, and 
8214 in provisions, making the latter, which are not so likely 
to be affected by rates as grain and flour, extraordinarily 
large, while the flour shipments were decidedly small. The 
total increase of 3714 per cent. is much greater than would 
naturally follow such a reductionof rates as was actually 
made—about 214 cents per 100 Ibs. on the average—but there 
has been something besides low rates to increase shipments. 
The Chicago elevators are so full of wheat that it is hard to 
find room for the receipts of new wheat which may be ex- 
pected to arrive freely before the end of this month, and to 
induce holders to ship they are allowed 1!¢ cents a bushel, o 
214 cents per 100 Ibs., on wheat shipped from some of the mos 
crowded elevators. This makes the actual cost to shippers 
at the prevailing rates of last week only 7'¢ cents per 100 
Ibs., or 414 cents per bushel, from Chicago to New York, 
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while the wheat shipments made at 9 and 8 cents netted the 
shipper a cost of only 614 or 514 cents per 100 Ibs. As the 
rate by lake and canal at the same time was 5% cents per 
bushel, the rail route was decidedly the cheaper. Yet ship- 
ments by lake were made. 

The shipments last week were the largest since the third 
week in May, and were exceeded last year after harvest and 
before navigation closed in only two weeks—the two ending 
Oct. 9. But with such rates as prevailed last week the larger 
the shipments the worse for the railroads. There will be so 
much less for them to carry when rates are advanced, as they 
have been already, though not enough to make them posi- 
tively profitable. 








The development of the Northwest beyond Lake Superior 
makes the growth of traffic on Lake Superior a matter of 
interest. As this traffic has to pass through the Sault Ste. 
Marie Canal, records of it are kept. From the statement of 
the traffic through the canal in the month of August, it ap- 
pears that the traffic was decidedly larger this year than 
last, though the aggregate tonnage of the vessels passing was 
nearly the same. Some of the figures are : 

1885. 1884 


. Inc. or Dec. iP... 
Registered tonnage.... 489,182 488,314 + 868 0.2 
Freight, tons .......... 549,572 496,352 + 53,220 10.7 
Passengers, No......... 7.934 11477 — 3,543 309 
Cel, (08. i css SS 148,740 +- 2,483 1.7 
| ee 154,357 141,234 + 3.123 9.3 
Grain, bushels... ......2,162,199 622,502 + 1,539,690 24.7 
Iron ore, tons.......... 223,342 221,239 + 2,303 1.0 
Lumber, M ft ... ...... 27,932 22,908 -+- 5,024 22.0 
Salt, bois... ..... .... 26,664 46,844 — 20,190 431 


The great staples through the canal are flour and grain 
from Duluth and Washburn and iron ore from Marquette 
down, and merchandise and coal up. The very large gain 
in flour and grain is a natural consequence of the large crops 
in Minnesota and Dakota last year, but the large increase in 
freight, which was probably mostly up freight, is more than 
might have been expected, in view of the low prices of grain 
and the low rail rates to the West. The iron ore shipments 
held their own, which is more than was to be expected. It 
must be borne in mind that shipments by way of Port Arthur 
to Manitoba must pass through this canal. 








The total shipments of grain from the Northwestern mar- 
kets were much larger in the first week of September than in 
any other week since navigation first opened, and the in- 
crease extended to grains of every kind. It might be sup- 
posed that a reduction in rail rates had something to do with 
this, but actually of the increase of 1,189,454 over the pre- 
vious week the railroads carried 527,145 bushels, the lake 
vessels 615,800, and the Mississippi River boats 46,313 bush- 
els, the lake vessels carrying more than in any previous week 
of this year, except the opening week of navigation, while 
the rail shipme nts were exceeded in May and once in June. 








We noticed last week that in spite of their low rates the 
railroads were carrying comparatively little of the grain 
shipped from Buffalo, the canal taking much the larger part 
of the whole. This was true in the week to Sept. 5 as well as 
in earlier weeks, as appears below, where the shipments by 
rail and canal are given for successive weeks : 

Week to —_- 
Aug. 8. Aug. 15 Aug. 22. Aug. 29. Sept. 5. 

By rail...... 124,14 237,518 174,454 459,238 432,550 
By canal....1,244,639 1,233,4 0 1,816,176 1,238,040 1,321,667 

Last week the railroads carried less than one-fourth of the 
whole. It must be borne in mind that the Buffalo shipments 
are but a small part of the whole eastward grain movement, 
so that the canal movement has been much less than the total 
rail movement. 

The success of the railroads has not been anything to boast 
of (fortunately for them) in diverting grain shipments from 
the Northwestern markets, from lake to rail, by carrying 
for lessthan cost. They have not carried quite half of the 
total shipments. In May, the first month of open navigation, 
the railroads carried 42.9 per cent. of the whole, in June 
51 per cent., in July 44.8, and in August 44.3 per cent., and 
the percentage in different weeks has varied little for the 
last four weeks reported, the last being that when a 10-cent 
rate was quite common on the railroads, and the average 
rate was probably not more than 1214 cents. 

Last year the railroads did not carry so much as recently, 
it is true, but they got something for carrying what they did 
carry, the rate having been advanced from 15 to 20 cents 
June 23, and to 25 July 20, while the rate actually received 
this year has been on the average probably not more than 15 
cents, in the week to Sept. 5 not more than 1214 cents, and 
last week a little less than 10 cents. Last year, while the 15- 
cent rate lasted, the railroads carried most of the grain—in 
May 54 per cent., and in June 53 per cent.; but in July, 
after the advance to 20 cents, their proportion fell to 3714 per 
cent., and in August, under the 25-cent rate, to 363( per cent. 

For the four months that navigation has been open the 
shipments by routes have been : 

1885. 1884. Inc. or Dec. ‘P.c. 
Sf ae py onge 36,889,903 + 863,558 2.3 


By lake.. ....... 2,680,669 41,084,942 + 1,595,727 3.9 
By Miss. River... 2,147,798 3.474 853 — 1,227,055 36.4 


y | eee 82,581,928 81,349,698 + 1,232,230 1.5 

The changes in lake and rail shipments were thus very 
small, 

In July and August, the rates being better last year than 
this in those months, the shipments were : 























’ 1884, 
TOE bcc cdeecccws on gcchaadel 16,501,427 15, 889.974 
I OR ey alee 19,430,301 25,365,234 
| ere re ee 1,143,962 1,963.453 
37,375,690 43,218,661 


Notwithstanding their lower rates, the raiJroads have car- 





ried but little more grain this year than last, but the lake 
shipments are much smaller, and it is doubtless true that 
much of the grain carried by the railroads this year they have 
diverted from the lake vessels. 








The heavy corn movement to the Northwestern markets, 
noticed last week as beginning after the middle of August, 
continued in the first week of September, when, however, the 
receipts were slightly less than the week before. For six 
successive weeks the Northwestern corn receipts have been, 
in bushels : 

—_——- ——--— Week endiog- —— ———_ -———_- 
Aug. 1 Aug. 8. Aug.15. Aug.22. Aug.29. Sept. 5. 
1,611,736 1,061,659 1,924,440 2,471,190 2,618,117 2,533,541 

Incomplete reports indicate a considerable falling off in the 
week to Sept. 12, to about 1,900,000 bushels. 

As usual, much the larger part of this corn goes to Chicago— 
in the last of these weeks 711¢ per cent. of the whole, against 
16 per cent. at St. Louis and 8 per cent. at Peoria. The ship- 
ments for the same week were larger than the receipts. 

The wheat receipts at these markets increased in this week 
to Sept. 5, and chiefly at the spring wheat markets, though 
there was a gain also at Toledo and Detroit, and Detroit 
received more wheat than any other market, which has 
rarely, if ever, happened before. The most notable feature 
of the week’s wheat receipts is the gain at Duluth, whose 
wheat receipts may be said to begin and end with the fall 
months, though in the last crop year it did a respectable busi- 
ness in the other nine months of the crop year, und with the 
increase of wheat from Northern Dakota and Northwestern 
Minnesota, and its new elevator capacity, it will probably 
have still larger winter receipts hereafter. Its receipts in 
the week to Sept. 5 were 251,192 bushels, which is but a begin- 
ning. It averaged more than 700,000 bushels weekly for 
some time last year. 

The receipts of wheat at New York continued heavy in 
this week. Though a third less than the week before, they 
were still 65 per cent. of the total wheat receipts of the At- 
lantic ports, though Montreal’s receipts were also (tor this 
year) unusually large, and New York and Montreal together 
received 8414 per cent. of the whole. 
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An analysis of the earnings of the Chicago, Burlington & 
Quincy Railroad in July of this year, which we reported 
last week, shows an important decrease (714 per cent.) in 
passenger earnings in that mouth, while freight earnings 
increased 7 per cent. and miscellaneous earnings 20 per 
cent. For the seven months ending with July also there 
was a decrease in passenger earnings (614 per cent.), leaving 
them almost exactly the same as in 1883, while the freight 
earnings increased 91¢ per cent. and the miscellaneous earn- 
ings 141g per cent. The decrease in passenger earnings in_ 
dicates that the peovle feel poor and spend their earnings 
less freely than usual. 








A foreign subscriber asks us to say ‘‘ for the benefit of a 
few foreign railway officials who do not like to believe that 
there is any fast time made in America. but who have agreed 
to believe what your paper says,” whether there is any com- 
parison between a few of the fastest regular trains in England 
and here. 

We have so recently discussed this very question* that it is 
unnecessary to add more to the information already given 
than to note that, although the tabular statement there 
printed was prepared by Mr. E. B. Dorsey, yet it has been 
reprinted and commented upon quite extensively in England 
without correction of any other error than the single one 
which we noted ; so that we have every confidence that it is 
as correct for the English as its substance undoubtedly is for 
the American railroads. A subsequent correspondent of 
Engineering, who wished to make the best showing possible 
for speed, makes a summary of runs between minor stations, 
from 40 to 80 miles, which shows an average of 52 to 53 
miles per hour. This, however, does not furnish a fair basis 
for comparison with American lines, as it eliminates, in favor 
of the English roads ouly, a cause which operates far more 
unfavorably here than there, the frequent need of slowing up 
or coming to a stop at other points than stations, and which 
is now the chief reason why the apparent average of Ameri- 
can passenger speed is so much lower than the running time 
really is between stations. Thus in Ohio, which may be taken 
as a typical American state, there is a railroad crossing at 
grade, where a full stop is required by law in most states 
every 23 miles; the far more effectual safeguard of inter~ 
locking apparatus not being as yet in use to any extent at 
such points, although the day seems near at hand when it 
will be; while there is an under or over-crossing only every 
143 miles. There is also a highway crossing at grade a little 
oftener than every mile, while there is an under or over 
highway crossing only every 20 miles. Many towns and 
villages are also run through at grade. High average speed 
under these conditions is out of the question, yet on the long 
stretches, where these conditions do not obtain to any serious 
extent, it is a matter of universal knowledge that a high 
speed is made on great numbers of American lines, as in the 
regular runs as presented in our former article, which com- 
pare so well with the list of corresponding trains in England . 
while, as respects special fast runs, the recent performance 
on the West Shore of 29414 miles in as many minutes, 202 
miles at 62 miles per hour, and 61 miles at 68 miles per 
hour,t+ is now the most remarkable proof which has as yet been 
given of what can be done with good rolling stock on good 
track: All of which is of interest as showing that, although 
the average passenger speed here is much lower than in Eng- 


* “ English and American : Fast “Trains,” Railroad Gazette. 
Sept. 4, 1885. 
+ Railroad Gazette, July 17 and Aug, 28, 1885. 





land, this is not due chiefly, if (on many lines) at all, to n- 
feriority of either track or rolling-stock. 








Record of New Railroad Construction. 





Information of the laying of track on new railroads in the 
current year is given in the present number of the Railroad 
Gazette as follows : 

California Southern.—Extended from the Willows, Cal., 
southward to the Mojave River, 19 miles. 

Evansville, Washington & Brazil.—Extended from Ow, 
Prairie, Ind., north by west to Newberry, 9 miles. 

Oregon Railway & Navigation Co.—The Moscow Branch 
js extended eastward to Pullman, Wash. Ter., 15 miles. 

This is a total of 43 miles on 3 roads, making 1,670 
miles thus far reported for the current year. The new 
track reported to the corresponding date for 14 years past 
has been : 





Miles Miles. 
ES Re RS eer ee 1,245 
SR BED a ae ee ne 1,335 
MBS Wiswaninsscsonesidacein OR CIES S San ycs'aikndeuawearace 1,599 
DN Ried vakckncwteneent UME TIE occ.cc ccuaes ines sosess 76 
Nseries args BME PBOIE son. ccvscordevtasce . 1,082 
| RRS ee: ebnad EA EC Sk soe oucesence saeans 2691 
OS OORT TIES BOR POIOD goes. 55 os.05.9008%e5 «4 4,765 


This statement covers main track only, second or other 
additional tracks and sidings not being included. 








NEW PUBLICATIONS. 





History and Early Reports of the Master Car-Builders 
Association. Issued by the Association. 


This volume, which has been prepared by the Secretary of 
the Master Car-Builders’ Association, contains an introduc- 
tion giving an account of the preliminary meetings held be- 
fore the formation of the Association. There were six of 
these, the first being at the West Albany car shop of the New 
York Central road in July, 1864 ; two others at West Al- 
bany, two in New York, and one (the last) in Adrian, Mich.. 
Sept. 19, 1866. It was at this last meeting that it was defi- 
nitely resolved toform a permanent association, and a call 
was issued under which the meeting was held in Springfield, 
Mass., Sept. 18, 1867, at which the Master Car-Builders’ 
Association was organized, and this Springfield meeting was 
the first convention. 

These preliminary meetings grew out of the desire for 
mutual conference and understanding on disputed points, 
which finally led to a definite organization. Of three of 
them no written record was preserved, and the account given 
in this book was made up from the correspondence and the 
personal recollection of those who were present. 

These historical notes are followed by a reprint of the re- 
ports of the first six annual conventions of the association. 
Only a few copies, comparatively, of those reports were is- 
sued, and they have been long out of print. 

The work is, of course, of much interest to members of the 
Association, and is also of value as preserving and putting 
on record some points in the early history of the Association, 
which were before dependent for their preservation on the 
memories of the older members. Many members will 
also, doubtless, be pleased at the opportunity given them to 
complete their files of reports of the conventions, which they 
have before been unable to do. 

The work was prepared in accordance with a resolution of 
the Executive Committee at its meeting in January last. It 
has been paid for by a fund turned over to the Executive 
Committee by the Committee of manufacturers and others 
appointed to entertain the members at the 18th annual con- 
vention. This committee had a balance left on its hands, 
one-half of which it donated to the Association, with the 
stipulation that it should be used in reprinting the earlier re- 
ports. 





The Brussels Railroad Congress. 





L 

The ‘‘ First Section” of the Brussels Railroad Congress, 
which met last month, discussed the subject of road and 
structures. From asummary of the proceedings prepared 
by M. Le Bon, Chief Secretary of this section, we learn that 
descriptions and plans were submitted by Messrs. Bernard, 
Engineer of Track, North Belgium Railroad, Bradford Les- 
lie, C. E., Agent of the East Indian Railway; Braet, Engi- 
neer of Track and Structures, Belgian State Railroads; Ch. 
Degreef, Superintendent, Belgium Grand Central; Heindl, 
Inspector of the General Direction, Austrian Railroads; Jef 
fery, General Superintendent Illinois Central Railroad; 
Lieut. Col. Luard, delegate to the Congress from the Rail- 
way Department of British Iadia; Post, Engineer of the 
Dutch State Railroad Company; Séverac, Civil Engineer, 
of Paris, and de Sytenko, Engineer delegated by the Imperial 
Polytechnic Society of Russia. 

The first question on the programme concerned the econ- 
omy of metallic sleepers. 

No one favored metallic longitudinal sleepers (which are 
more used in Germany than metallic cross ties), The section 
reported that they tend todisappear. Concerning iron and 
steel cross ties, there was much and some very lively discus- 
sion, bearing chiefly on two points, the stability and the 
economy of metal compared with wood. Finally a majority 
of the section voted that metallic cross ties, from a technical 
point of view, can compete with wooden cross ties, on lines 
of heavy as well as those of light traffic. 

As to the relative cost, the majority gave the opinion that 
it must be calculated for each separate case. Very great 
differences of opinion were developed on this point of relative 
cost. The President of the Egyptian State Railroads said 
that in Egypt the soil is impregnated with salts which destroy 
iron ties rapidly; the engin-er of a railroad in Algeria, on 
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the same coast, thought metal best in that country; the ob- 
vious remark was made that in some countries wood is so 
cheap that there is no chance for metal to be economical. 
The majority of the Section expressed the opinion that iron 
and steel ties have not been used long enough to make it 
possible to say how long they will last, which of course makeg 
it impossible to judge of the relative economy of wood and 
metal. 

The question of the cost of labor for maintenance of track 
on metal ties brought out many expressions of opinion. The 
German, Austrian, Dutch and French delegates generally 
agreed that for the first two or three years the cost is greater 
with metal ties, but that later the cost diminishes until it is 
at least not greater than for track on wood ties. The 
Belgian members (who, however, have not had much ex- 
perience with metal, though iron is cheaper there than else 
where in the world) maintained that the cost of labor for 
maintenance on their roads would always be greater with 
metal than with the present wooden ties. 

As to the best form and dimensions for metallic ties, the 
majority thought that this had not yet been determined. 

There was some discussion as to whether the same pattern 
and dimensions of metal tie should be used on lines with 
heavy and those of light traffic, with the result that for lines 
of light traffic which can uever have a heavy traffic a lighter 
pattern was thought admissible, but where ultimately a 
heavy traffic is expected, the standard for that traffic should 
be used, but spaced wider than on main lines. 

Another question discussed by this First Section was the 
different patterns of rail to be adopted on one system of 
roads including lines of light and heavy traffic. Opinions 
were very diverse, but generally a T-rail with a very deep 
head, so as to be strong enough after it has worn down a 
great deal, was favored for main lines, and for lines with a 
light but growing traffic a pattern similar except with less 
depth of head. For lines expected always to have a light 
traffic there were various opinions. Some delegates would 
use but one profile for all lines whatsoever ina single railroad 
system, while others would make an entirely different pat- 
tern for light lines. 

The second subject before this Section concerned the prac- 
tical methods of comparing proposed lines of different loca- 
tions and grades with regard to the cost of construction and 
the cost of working, in which several engineers, among other 
things, discussed the equalization of grades and curves. 
Only the full report of the papers and discussions will make 
it possible to give a clear idea of the opinions expressed on 
this subject. 

The ** Second Section” of the Congress dealt with motive 
power and rolling stock. From an abstract of the proceed- 
ings by E. Hubert, of the Belgian State Railroads, Chief Sec- 
retary of this Section, it appears that the first question con- 
cerned uniformity of construction to permit interchange of 
cars. This question had already been discussed in a confer- 
ence of adjacent countries called by the Swiss government 
in 1882, which will meet again next October to consider cer- 
tain propositions. The Second Section recommended that all 
European railroads that can possibly interchange cars be 
represented at this meeting. ; 

The second question before this Section concerned working 
expenses. A series of 33 points under this head had been 
drawn up for discussion, but they were not all considered. 
Concerning one of these, ‘‘ Should rails be of hard or soft 
steel,” there were voices on both sides. Some recommended 
the same metal for rail and tire; others thought the rail 
should be worn rather than the tire Finally the Section rec 
ommended that railroad engineers should study the ques- 
tions of the relation between rail and tire steels, of the effect 
of temperature upon different kinds of steel, of the strength 
of different patterns and weights of rail, and the relation be- 
tween the resistance of to traction of tire steels and the mile- 
age made by the tires. 

Another sub-cuestion under the general question of ex- 
penses before this Section was whether wheel-treads should 
continue to be made conical and rail-heads rounded, or 
whether wheel-treads should be cylindrical and rails flat. 
The discussion was chiefly confined to the conicity of wheels, 
and in it Mr. M. N. Forney’s researches in this country were 
mentioned. It was said that cylindrical wheels had given 
good results in Holland; and that a reduction of the conicity 
to 2 per cent. on the Antwerp & Ghent Railroad gave an 
advantage at first which was soon lost. The Section was of 
opinion that the facts established did not warrant a judgment, 
and recommended that numerous and serious tests be made 
hereafter. 

Another point discussed was how to reduce as far as 
possible the empty mileage of cars and locomotives. The 
Section could only say that the train, motive power and car 
departments must join hands to effect this. 

Under the head of expenses, again, this Section discussed 
the working of locomotives with one or more crews. It was 
said that the working of locomotives by more than one en- 
gineman had not generally proved a success in Europe, 
though it had been a great success on the London under- 
ground line. The large mileage of locomotives reported in 
this country by Lavoinne & Pontzen, in their great book on 
American railroads, attracted much attention, and led to 
voting the conclusion that, taking pains that the repairs of 
the locomotives be not neglected, it is desirable that means be 
found to increase their yearly mileage, even by having re- 
course to two crews for one ergine. 

The fifth question regarded shop equipment, especially re- 
cent improvements intended to reduce the expenditure for 
labor, and to do work better and cheaper. The Section 

agreed that progress had been made, and that the tendency 
was general to substitute machine work for hand work. It 
urged that further efforts be made in the same direction, and 


also for saving by a better division of labor and the exten- 
sion of piece-work. 

Another question discussed, affecting reduction of working 
expenses, was whether repairs of rolling stock should be done 
directly by the railroads or let out by contract. It was re- 
ported that trials had been made of the contract system in 
different countries, especially in Russia, and that the results 
had been such as to make it necessary to abandon the system, 
which, some thought, can be regarded only as an expedient 
in case of distress, and, according to others, can be justified 
only when the railroad is not yet provided with shops of its 
own. Therefore, the Section expressed the unanimous opin- 
ion that the equipment should be maintained by the organiza- 
tion that works the railroad, in its own shops ; and that it 
had been demonstrated that outside establishments had 
always been unable to do such work satisfactorily. 

Another subject concerned the most economical types of 
rolling stock for lines of light traffic. Nothing conclusive 
was developed in the discussion. Mention was made of the 
Belpaire system, in whicha light locomotive is united with 
a passenger car in one vehicle, very much like some steam 
street cars that have been used in this country, sometimes 
hauling one or two independent cars. One of the delegates 
(probably an American) was surprised to find cars on trucks, 
of the American system, so little used in Europe, and pro- 
posed that they be compared with the European two and 
three rigid axle cars, and he found some favor; it was 
charged against the American system that it caused greater 
wear and offered greater resistance to traction. The best 
the Section could resolve on this question was that it would 
like to have experiments made to determine the resistance of 
cars on trucks, on fixed axles, and on radial axles. 

Other subjects discussed in the Second Section, but con- 
cerning which it expressed no opinion, were: The cheapest 
method of lighting locomotives, the best means of reducing 
cost of fuel and oil for a given amount of work, to what 
extent trains should slow up in passing junctions and large 
stations, whether the use of automatic brakes makes it pos- 
sible to do away with ordinary hand brakes, and the best 
method of lighting cars by gas. 








THE SCRAP HEAP. 


She Was Satisfied. 


Nervous old lady boards a train ; when about to seat 
herself, discovers a horrid man witha guninthe car. ‘I 
hope that thing is not loaded.” 

rolicsome Sportsman : *‘ Yes, ma’am ; it is. 
will insert this cork in the muzzle. There! 


now. 
The timid one is satisfied.—Life. 


His Recollection was Confirmed. 


** Yes,” said the conductor to his old-time traveler, who had 
moved over on another line, ‘‘ I remember you very well; but 
your wife has grown very thin.” 

“ Yes.” 

‘* She was taller.” 

“ Yes. ” 

* And oe complexion, was she not ?” 

‘*Yes. Besides, you know, it is not the same one.”—Hart- 
ford Times. 


A Train Stopped by Antelopes. 

A dispatch from Bismarck, Dak., Aug. 31, says: ‘* While 
passing through the bad lands ew gary A the east-bound pas- 
senger train was stopped by a herd of antelopes which stam- 
peded before the engine. Over 100 of the animals kept on 
the track ahead of the engine for a mile, refusing to leave 
the track until the train stopped. - A party of hunters on the 
train killed three and wounded one.” 

This is the regular story which comes around every year 
about this time. Usually it comes from Cheyenne, but this 
year the Northern Pacific gets in ahead of the Union Pacific 
with its antelope attraction for tourists. ? 


Women's Complaint About Car Seats. 


Car-builders and others will take notice that a definite 
grievance has been presented by the Women’s Rights Con- 
vention recently in session in New York. About 40 ladies 
were present, and a complaint made in relation to car seats 
was unanimously indorsed by all the members of the conven- 
tion. The complaint was that the seats in cars both for steam 
and street railroads and in oe and other public convey- 
ances, were constructed entirely for the use of men, and were 
consequently too high for the accommodation of most women. 
Several ladies present, of whom it is said that they were 
certainly not below the average height, said that in nine 
cases out of ten when they took a seat they were unable 
to put their feet comfortably on the floor, and others 
said that they were either unable to reach the floor at all or 
could only do so by stretching their toes, which was unpleas- 
ant as well as injurious to health. They could recall no rea- 
son why seats should not be made lower, and a memorial 
asking for a reform in this direction was drawn up and signed 
< all present and is to be circulated for further signatures. 

e complaint of the ladies in this respect is certainly justified 
by the facts, and we think that many men as well as women 
will admit that the car seats, as now constructed, are certainly 
higher than there is any necessity of making them. 

It may also be added that the average car seat is constructed 
without any reference to the conformation of the human 
body, the effort of many builders being, apparently, to make 
the seats as uncomfortable as they can possibly be. 


Fast Time. 


The newspapers every now and then record the speed 
made by certain fast trains, but most of the rapid runs are 
made on western roads, which have the advantage of New 
England roads in the absence of short and sharp curves and 
heavy grades. Occasionally, however, fast time is made on 
roads in this section, and the latest feat is recorded by an 
engine on the Old Colony Railroad. The ‘ Flying Dude” 
runs between m and Wood's Holl, and is well known as 
a pretty fast train. A week ago to-day it surpassed itself, 
and showed what can be done when occasion uires. 
Leaving South Braintree at 3:28 p. m., it reached Wood’s 
Holl, 61 miles, at 4:49, just 1 hour and 21 minutes. 
At Bridgewater there was a stop of 1 minute, and at 
Middleboro 2 minutes; at South Middleboro 6 minutes’ 
delay was caused by waiting the arrival of the pay car; at 
Parker Mill 1 minute was lost, and at Wareham 3! minutes 
more slipped by; at Buzzard’s Bay a 2-minute stop was made 
and the same time at Cataumet; at North Falmouth 1\¢ 
minutes were lost, and at Falmouth 2 minutes more. Thus 
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in the nine stops just 20 minutes were lost, making the actual 
running time 61 minutes, or an average speed of one mile per 


minute. The time was really faster, for, in running into 
Wood’s Holl, steam was shut off over 2 minutes before reach- 
ing the station. The time made was specially noticeable from 
the fact that the road abounds in sharp curves, and is by no 
means of even grade. The engine was No. 123, made in the 
shops of the company, and has driving wheels 5 ft. 4 in. 
diameter. Conductor Myers was in charge of the train, and 
Engineer J. Davis was on the engine.—Boston Herald, 
Sept. 15. 
Considerate Trainmen. 

lt is said that the world is not getting better. 
subscribers had occasion a few days ago to conduct an in- 
valid lady to Montreal from Abbottsford. It was arranged 
that she should come in a combined baggage and passenger 
car, as the couch could be passed through the four- door 
of the former. A nice fire was found burning in the stove. 
‘*Thought the lady might be chilly, sir,” said one train hand. 
Another train hand remarked, ‘‘I’ve put your car next the 
engine, sir, so that it will only have one shunt instead of two 
at Farnham.” And who says the train hand has no heart ? 
On reaching Bonaventure station Mr. Sharpe himself was 
ready with four men to move the couch from the train to the 
ambulance.—Communication in Montreal Witness. 


Dirt and Paper. 

The Fort Worth (Tex.) Gazette thus neatly puts the differ- 
ence between the present condition of that city’s pet project 
and the line which the rival city of Dallas is trying to bul d: 

‘** Dirt is flying on the Fort Worth & New Orleans. We 
have reliable information that the bonds of the Dallas & 
Northwestern will be placed on the market just as soon as 
arrangements can be made to pay the printer.” 


Attempts at Train Wrecking. 

Saturday afternoon, Aug. 29, an attempt was made to 
wreck a train on the Norwich & Worcester road, about a 
mile and a half south of Danielsonville, Conn. Ties had been 
placed on the track. They were found by a boy named 
Hoyle, who me the train by getting in front and wav- 
ing his handkerchief, and the train came to a stop just short 
of the obstruction. The cars were full, one containing a 
company returning from Camp Harrison. A man was seen 
apparently watching in the woods near by, but disappeared 
before those who seen him knew what the trouble was or 
had their suspicions aroused. 

A dispatch from Elmira, N. Y., Sept. 7, says: ‘‘ John 
Welch, who until a few days ago was at work on a farm near 
the Alder Run trestle of the Tioga State Line Railroad, was 
arrested this morning for an attempt to throw a nger 
train from the trestle, which spans a gorge 75 ft. deep. fie 
placed ties on the track in such a position that a terrible 
accident must have occurred had not Engineer Scott ob- 
served the obstruction while on his way to this city fora 
train, he having only his engine. The obstructions were 
removed just as a train came thundering along. Scott re- 
membered seeing a man along the road, and, suspecting that 
he was the culprit, followed and gener him. By threats 
that if he did not confess they would roast him in the engine 
furnace Scott anda fireman made Welch confess that he 
owed the railroad company a spite and had taken this means 
for revenge. Welch was placed in the hands of an officer at 
ne and taken to the Tioga County Jail, at Wells- 

ro. 

He Wanted to Get Back. 

** Say, c’nduct’r, ‘ll you (hic) turn this seat over.” 

‘* What do you want the seat turned for ?” 
se Got carried by my station. Want t’ git back.”—Chicago 
News. 


Tramps. 


A dispatch from Guilford, Ind., Sept. 14, says: ‘‘ A freight 
train on the Cincinnati, Indianapolis, St. Louis & Chicago 
Railroad separated on a steep grade near here Saturday 
night, the rear section afterward telescoping that attached 
to the engine. Nine tramps were imprisoned in a car of oats, 
-, three of them were suffocated. Two have been iden- 
tified.” 


Sunday Work on Railroads. 

An exchange says: ‘‘ Six months ago President Devereux 
of the Bee Line system ordered that Sunday work be dis- 
pensed with in all departments as far as practicable; and 
that no freight trains be run except to carry live stock and 

rishable freights. The plan has worked admirably. Their 

usiness has not suffered in the least, and the re are 
more than pleased with the results. Those who have fami- 
lies, especially, find it a pleasant arrangement, as they feel 
they have one day they are not expected to be on duty.” 


Don’t Flirt. 


A. H. Cutter, train gageman on the Wabash, had quite 
an experience the other day at Sidney. While the train was 
going at a good speed Cutter went to the door to wave his 

andkerchief at a pretty maiden and stepped on a banana 
skin that was lying in wait for him on the iron sill of the 
door. Cutter dropped like a shot and fell into a wet ditch 
several feet below. He was not badly hurt, but he wears a 
skinned nose and bruised chin to remember the occurrence 
by.—St. Louis Republican. 


A Big Wash-out. 

A dispatch from Tucson, Arizona, Sept. 11, says: ‘“‘A 
cloud-burst near Pantan’s on Wednesday evening washed 
out six miles of track and damaged a number of bridges. A 
special freight train from the East was badly wrecked. En- 

neer Charles Stanton was injured in the breast, Fireman 

mith had his leg crushed, and Len Harris had his head cut 
and his leg injured. It wil] take two days to repair the 
damage. There was no train east or west from Tucson last 
night.” 
An Oil Accident. 

A dispatch from Pottsville, Pa., Sept. 16, says: ‘‘ The 
second section of a large train of mixed cars on the Catawissa 
Branch of the Philadelphia & Reading road ran into the first 
section, which, by an accident, had been compelled to a 
this morning, near Tamanend, causing a disastrous wreck. 
The second section was com of oil tanks, and they began 
bursting, having taken fire in the collision. The burning oil 
was thrown in all directions, and the bursting tanks were 
scattered all over the neighborhood, The iron band of one of 
the tanks wound itself around a tree 100 yards from the rail- 
road, while the end of a tank was thrown 300 yards. About 
80,000 gallons of crude oil ran burning along the railroad, 
destroying the ties and warping the rails for nearly two 
miles, and effectually ciosing traffic on that branch for a 
week. The total loss will not be far from $75,000.” 


Served Him Right. - 

It isalways a comfort when the hog in the railroad car 
gets up somebody else’s bristles besides his own. He was on 
the Erie road the other day and persisted in keeping the 
window up, although the rain drove in and, without wetting 
him, soaked the lady behind him. After hearing her remon- 
strance in vain, a gentleman in front of the hog opened his 
own window so that the rain wet down the animal. It re 
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monstrated, whereupon the gentleman turned around and 
said, ‘‘I heard the lady ask you to close your window be- 
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cause the rain was beating in upon her, and you refused. 
Just so long as you keep yours up, I shall mine.” The man 
was so obstinate that he would not yield, and took the rain to 
his journey’s end.—Detroit Free Press. 

An Elephantine Accident. 


The great elephant ‘‘ Jumbo” has come to grief on a rail- 
road at last, having been struck by a Grand Trunk freight 
train at St. Thomas, Ont., on the night of Sept. 15, and so 
hurt that he died in half an hour. That engineer had a novel 
experience, for whatever else he may have met on the track, 
it was without doubt the first time he ever ran over an ele- 
phant. The train apparently escaped injury. 

Providing Signals. 

An English railroad compels all its trainmen to wear red 
neck-cloths, so that in the absence of a danger flag they will 
always be supplied with a suitable substitute. 

No such provision is made on any road here, although it is 
not uncommon for trackmen to wear a red shirt, which 
might be utilized in case of an emergency. 


®eneral QMailroad “Mews 
MEETINGS AND ANNOUNCEMENTS. 
Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows : 

Chicago & Eastern Iltinois, annual meeting, at the office 
in Chicago, Oct. 6, at noon. Transfer books close Sept. 25. 

Evansville & Terre Haute, annual meeting, at the office 
in Evansville, Ind., Oct. 19. 

Lake Erie & Western, annual meeting, in Bloomington, 
Til, Oct. 14. 

Louisville & Nashville, annual meeting, at the office in 
Louisville, Ky., Oct. 7, at noon. 

Minneapolis & St. Louis, annual meeting, in Minneap- 
olis, Minn., Oct. 6. Transfer books closed Sept. 5. 

Ohio & Mississippi, annual meeting, at the office in Cincin- 
nati, Oct. 8. Transfer books closed Sept. 12. 

Western Union Telegraph Co., annual meeting, at the 
office in New York, Oct. 14. 

Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Evansville & Terre Haute, 1 per cent., quarterly, payable 
Oct. 1., to stockholders of record on Sept. 19. 

Sunbury & Lewistown (leased to Pennsylvania Railroad 
Co.), 3 per cent., semi-annual, payable Oct. 1. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be as follows : 

The Brotherhood of Locomotive Firemen will hold its an- 
nual convention in Philadelphia, on Monday, Sept. 21. 

The New England Railroad Club will hold its first meet- 
ing for the season in Boston, on Wednesday, Sept. 23. 

The Western Railway Club will hold its next regular 
meeting in Chicago, on Wednesday, Sept. 23. 

The General Time Convention will meet at the Grand 
Pacific Hotel, in Chicago, on Thursday, Oct. 8. 

The Southern Time Convention will meet at the National 
Railway Exchange, No. 46 Bond street, New York, on 
Wednesday, Oct. 14. 

The Roadmasters’ Association of America will hold its 
annual convention in Chicago, beginning on Wednesday, Oct. 
14. 





The Association of American Railroad Superintendents 
will hold its semi-annual meeting at No. 46 Bond street, New 
York, at 10 a. m., on Thursday, Oct. 15. 

The American Street Railway Association will hold its 
annual convention at the Southern Hotel in St. Louis on 
Wednesday, Oct. 21. 

The Central Club of Car Accountants will hold its next 
meeting in Columbus, O., on Wednesday, Nov. 18. 

New England Railroad Club. 
The New England Railroad Club will hold its first meeting 
of the season at its rooms in the Boston & Albany passenger 
station in Boston, on Wednesday, Sept. 23, at 7:30 p.m. The 
subject for discussion is the Comparative Merit of the 
American and English Locomotives. 

Mr. George Richards, Master Mechanic of the Boston & 
Providence road, who has lately made a tour in Europe, is 
expected to give the club some interesting facts concerning 
this matter, which he has gathered on his trip. 


International Tramway Union. 

At Brussels, Aug. 17, during the Railroad Congress, there 
was a meeting of representatives of street railroad com- 
panies from all parts of Europe, called by Mr. Fischer Dicq, 
Chief Engineer of the Great Berlin Tramway Co., and 
Mr. G. Michelet, Manager of the Brussels tramways. Fifty 
companies sent representatives, coming from England, 
France, Germany, Austria-Hungary, Belgium, Denmark, 
Ita'y, Holland, Sweden and Russia. A permanent 
organization was made, especially for the study of 
matters affecting all street cn by an interchange of 
experiences and discussions, The next meeting will be held 
in Berlin, in June of next year, and all tramway companies 
in Europe are invited to join. The delegates present attend- 
ed, on the Aug. 18 and 19, an exhibition of street 
railroad cars and motors, in which electric compressed air 
and steam motors competed. 


Baltimore & Ohio Employes’ Relief Association. 
The August sheet of this Association shows the payment of 
benefits to members during the month as follows : Transpor- 
tation Department, Main Stem, 111 ;. Machinery Depart- 
meut, 160 ; Road Department, 83: Baltimore & Philadel- 
phia, 2; Trans-Ohio Divisions, 151; Pittsburgh Division, 
67 : physicians’ bills, 112 ; total, 686. 

A circular from the Secretary calls the attention of mem- 
bers who are on the allowance list from any cause, to the 
order directing them not to go beyond the reach of the Medi- 
cal Examiner before they are inspected, without notice to the 
Examiner and permission from him. 


Trunk Line Meeting. 
A meeting of the trunk line managers was held in New York, 
Sept. 16, all the reads but the Pennsylvania being repre- 
sented. The meeting was short, and no business of impor- 
tance was transacted. 


_A meeting of the trunk line presidents is to be held in New 
York, Sept. 22. 








ELECTIONS AND APPOINTMENTS. 


Atlantic & Pacific.—Mr. D. B. Robinson has been ap- 
pointed General Manager, and entered upon the duties of that 
office Sept. 15. Mr. Robinson has been General Manager of 
the Mexican Central for several years past. 


Caraquet,—The officers of this road are: President, Ken- 
nedy F. Burns; Secretary and Treasurer, John Sivewright; 
Chief Engineer, Wm. Mann; Assistant Engineers, To 
Buck and John Hachey ; Superintendent of Cozstruction, 
W. H. Chisholm, Offices at Bathurst, New Bruuswick. 


Chicago, Central Indiana, Block Coal & Ohio River.— 
The directors of this new Indiana company are: F. Jones, 
Hartford, Conn.; E. F. Pillsbury, Meirose, Mass.;: A. C 
Drinkwater, Grantville, Mass. ; Heary B. Lovering, Lynn, 
— R. H. Clanston, Orrin T. Gray, Edward L. Tobey, 

oston. 


Cincinnati d& Eastern.—The following circular from Re- 
ceiver B. F. Coates is dated Cincinnati, Sept. 7: 

‘* For the information of the public and the government of 
employés, the following list of officers for the Receiver is an- 
nounced: Wm. Mansfield, Auditor; H. E. Sawyer, Superin- 
tendent and General Freight Agent; T. D. Rhodes, Treasurer 
and General Passenger Agent; W. L. King, Roadmaster. 
Effective this date.” 


Clarendon & Pittsford.—The directors of this new com- 
many are: J. W. Hobart, St. Albans, Vt.; E. J. Ormsbee, 
Seaaicn. Vt.; D. K. Hall, F. D. Proctor, Redfield Proctor, 
Rutland, Vt. 


Cleveland, Columbus, Cincinnati & Indianapolis and 
Indianapolis & St. Louis.—The following circular from the 
General Manager is dated Cleveland, O., Sept. 14 : 

**Mr. G. M. Beach is hereby appointed Assistant General 
Manager of the lines of these companies, with office at 
Cleveland, O. Mr. W. C. Irwin is hereby appointed General 
Road-master, vice Mr. G. M. Beach promoted, with office at 
Cleveland, O. The office of Engineer of Bridges is abolished, 
aud the duties of same transferred to the General Road- 
master. Above appointments taking effect this day.” 


East Tennessee, Virginia & Georgia.—Capt. Thomas 
Hays has been appointed Division Roadmaster, with head- 
quarters in Knoxville, Tenn. He has been for a number of 
years on the Chesapeake & Ohio. 


James River Valley.—Myr. Edward Barrington, late of 
Washington, has been appointed Chief Engineer, with head- 
quarters at La Moure, Dakota. 


Lackawanna & Pittsburgh.—Mr. J. F. O’Brien has been 
appointed General Manager and Agent for the Receiver, with 
office at Angelica, N. Y. Hewas recently Assistant General 
Manager of the East Tennessee, Virginia & Georgia road. 


Man Boudoir Car Co.—Mr. T. C. Purdy has been ap- 
pointed Vice-President and General Manager, with office at 
No. 18 Broadway, New York. Mr. Purdy has been Vice- 
President of the Mexican National Co. for some time past. 


Master Car & Locomotive Painters’ Association.—At 
the annual convention in Toronto the following officers were 
elected for the ensuing year: President, F. S. Ball, Pennsyl- 
vania Railroad, Altoona, Pa.; First Vice-President, Wm. 
Davis. Canada Southern, St. Thomas, Ont.; Second Vice- 
President, E. L. Fetting, New York & New England, 
Norwood, Mass. ; Secretary and Treasurer, Robert McKeon, 
New York, Pennsylvania & Ohio, Kent,O. Mr. McKeon 
is re-elected to the office which he has filled with ability for a 
number of years. 


Mexican Central.—General Manager Jackson gives notice 
that the following officers will continue in charge of their 
respective departments : D. Mackenzie, General Superintend- 
ent; R. E. Briggs, Chief Engineer; H. Barstow, Traffic 
Manager; F. Nichol, Assistant Treasurer. F. E, Nelson has 
resigned his position as General Roadmaster, and all 
reports will in future be made to R. E. Briggs, at Aguas 
Calientes. 


Milwaukee, Lake Shore & Western.—A Milwaukee dis- 
patch says that Mr. H. F. Whitcomb, now General Freight 
and Passenger Agent, will succeed Mr. H. G. H. Reed as 
General Superintendent of this road. 


Missouri Pacific.—The following circular from President 
Jay Gould is dated Sept. 1: 

** Mr. R. S. Hayes having resigned as First Vice-President, 
Mr. H. M. Hoxie has been elected First Vice-President and 
will assume the duties of that office. 

‘* The office of Third Vice-President is abolished.” 

Mr. Hoxie has been Third Vice-President for several years 
past, and was previously General Manager of the Inte1na- 
tional & Great Northern, having served on that road in 
various capacities for a long time. . 


Nashville, Chattanooga & St. Louis.—At the annual meet- 
ing in Nashville, Sept. 8, the following directors were chosen: 
J. G. Aydelott, Tullahoma, Tenn.; E. L. Jordan, Murfrees- 
boro, Tenn.; G. M. Fogg, Thomas Lipscombe, Shelbyville, 
Tenn.; A. 8, Colyar. J. H. Inman, I. T. Rhea, A. H. Robin- 
son, J. W. Sparks, E. B. Stahlman, J. W. Thomas, Nash- 
ville, Tenn.; Milton H. Smith, G. A. Washington, Louisville, 
Ky.; T. W. Evans, Extine Norton, New York. The board 
re-elected J. W. Thomas, President and General Manager; 
R. C. Bransford, Treasurer; J. D. Maney, Comptroller; R. 
C. Morris, Chief Engineer. 


New York, Lake Erie & Western.—Mr. J. 8S. Hammond 
is to succeed Mr. Edward Foley, resigned, as General Freight 
Agent, on Oct. 1. Mr. Hammond has been on the road for 
26 years, and for a number of years has been Local Agent 
at Buffalo. 


New York, Texas & Mexican.—Mr. M. D. Monserrate is 
appointed General Manager. He is also President and Super- 
intendent of the Gulf, Western Texas & Pacific road. 


Richmond & Danville.—At a recent meeting of the board 
Mr. E. B. Thomas was chosen Second Vice-President and 
General Manager of this company, in place of Col. A. L. 
Rives, resigned. Mr. Thomas will take charge of the road 
Oct. 1. He has been with the Cleveland, Columbus, Cincin- 
nati & Indianapolis, and for several years past has been Gen- 
eral Manager of that road. 


St. Johnsbury & Lake Champlain.—At the annual meet- 
ing in St. Johnsbury, Vt., Sept. 11, the old directors were re- 
elected. 


San Antonio & Aransas Pass.—The new board has 
elected U. Lott, President and General Manager; W. H 
Maverick, Vice-President; D. Sullivan, Treasurer; B. F. 
Yoakum, Secretary and Traffic Manager; J. B. Elwood, 
Assistant Secretary: George W. Polk, Chief Engineer. 


aes & Birmingham.—Mr. Alexander Mitchell, of 
New York, bas been appointed Chief Engineer, and Mr. P. 
Campbell, of Terre Haute, Ind., Superintendent of Construc- 
tion. Offices at Sheffield, Alabama. 

Mr. R. G. Hervey is Constructor of the road, and also has 
his office at Sheffeld, Alabama. 


Union Pacific.—Mr. E. G. Patterson is appointed Travel- 
ing Agent for this company, in District No. 25 (vice F. I. 
Smith, transferred), with headquarters at No. 1 Washington 
street, Portland, Oregon. 


Western North Carolina.—The following circular from 
President A. B. Andrews is dated Salisbury, N. C., Sept. 12: 
‘* The aeeayeey of Major Peyton Randolph as Assistant 
General Manager of the Western North Carolina Railroad 
Co. is hereby announced. His authority will be recognized 





by all officers and employés in all matters coming within the 


authority of the General Manager in the absence of that 
officer.” 


Wolf & Wisconsin Rivers.—The directors of this new 
company are H. B. Harshaw, John W. Hume, Charles Lie- 
ber, George W. Pratt and Frank Worden, all of Oshkosh, 
Wisconsin. 








PERSONAL. 


—Mr. Edward Foley has resigned his position as General 
Freight Agent of the New York, Lake Erie & Western road. 
He has been with the company for 25 years, and has held his 
present office since 1883. 





—Mr. James M. Warner has declined the position of Su- 
perintendent of the Port Jervis & Monticello Railroad, 
which was recently tendered him by the Receiver, his duties 
as Chief Dispatcher of the Delaware Division of the New 
York, Lake Erie & Western occupying all his time. 


—Mr. Francis H. Kinnicutt, for many years a prominent 
citizen of Worcester, Mass., died in that city, Sept. 15, aged 
73 years. He was president of the Citizens’ National Bank, 
and held other positions of trust. He was for many years, 
and until a year ago, President of the Worcester & Nashua 
Railroad Co., and had also been a director of the Providence 
& Worcester Co. for a number of years. 


—Mr. E. B. Thomas has resigned his position as General 
Manager of the Cleveland, Columbus, Cincinnati & Indian- 
apolis road to accept a similar position on the Richmond & 
Danville. Mr. Thomas has been connected with the ‘* Bee 
Line” for a number of years, and has always enjoyed the 
confidence of the directors of that company. It is under- 
stood that his chief reason for making the change is his de- 
sire to escape the rigorous winters of the western country 
and to reside in a more moderate climate. 


—Mr. Hugh Gray, who died July 16 in Evanston, IIl., was 
one of the oldest master car-builders in the United States. 
Mr. Gray was born in Scotland in 1807, and learned the car- 
penter’s trade and came to this country in 1835. After 
working at house-building in Albany and Detroit he obtained 
a position in the repair shops of the Michigan Central Rail- 
road soon after that line was begun. In 1848 he went to 
Chicago and took charge of the shops of the old Galena & 
Chicago Union road, there building the first freight and 
passenger cars ever built west of Detroit. Mr. Gray served 
on that road and on the Chicago & Northwestern, to which 
company the Galena & Chicago Union was transferred, un- 
til 1881, when he finally retired from active service. Mr. 
Gray was the originator of very many improvements in 
freight cars, and built the first c:r ever made for carrying 
grain in bulk. He was one of the first members of the Mas- 
ter Car-Builders’ Association, and was for several years a 
vice-president of that Association. 


—Mr. R. S. Hayes has resigned his position as First Vice- 
President of the Missouri Pacific Co. on account of continued 
ill health. It is understood that Mr. Hayes will continue to 
reside in St. Louis and attend to his business interests there. 
Mr. Hayes was at one time a draftsman in the Grant Loco- 
motive Works in Paterson. After a short service on the 
Erie road he went to Texas, where he was first employed on 
the Texas & Pacific as Assistant Engineer, afterward becom- 
ing Chief Engineer in charge of construction. In 1873 he 
went to the International & Great Northern as Chief Engineer 
and was subsequently made General Superintendent, and 
again promoted to be General Manager and afterward Presi- 
dent of that road. Shortly after the International & Great 
Northern was absorbed in the Missouri Pacific system Mr. 
Hayes was transferred to St. Louis, and four years ago was 
made Vice-President of the Missouri Pacific Co., and since 
that time he has been the chief executive officer of the road. 
For a short time he was First Vice-President of the Wabash 
also, but retired from that office when the receivers were ap- 
pointed for the read. 





TRAFFIC AND EARNINGS. 


Boston Traffic Notes, 
During the month of August the freight traffic eastward 
through the Hoosac Tunnel was 5,353 loaded cars and 167 
empty, as compared with 6,762 loaded and 236 empty cars 
in August, 1884, showing a decrease of 21 per cent. in the 
loaded car movements, 





Coal. 
Coal tonnages for the week ending Sept. 5 are reported 
as follows : 


1885. 1884. Ine or Dee. P.c. 
Anthracite............... .... 741,009 86,477 I. 654,532. 
Eastern bituminous.......... 192,234 191,855 I. 379 0.2 
RS besess bose hseheceeee 54,944 56,535 D. 1,591 2.8 


Anthracite tonnage compares with a week of suspension 
last year. The anthracite trade, and in fact the coal trade 
of all classes, is dull, the activity which usually accompanies 
the opening of the fall and winter trade not having begun as 
yet. Prices are very low, but this does not seem to stimulate 
buyers. 

Pennsylvania Railroad coal tonnage for the week ending 
Sept. 5 was: 








Coal. Coke. Total. 1884. 
Line of road.... 161,729 54,441 216,170 188,582 
From other lines. 87,088 5U3 87,591 60,885 
Total.... — : 248 817 54.944 303.761 249 467 


Year to Sept. 5. 7,338,086 1,731,793 8,970, 280 
Increase for the week, 54,294 tons, or 21.7 per cent. ; in- 
crease for the year, 99,549 tons, or 1.1 per cent. 
The coal tonnage of the Chesapeake & Ohio Railroad for 
the eight months to Aug. 31 was : 


9,069,829 





1885. 1884. Increase. P.c. 

eT ere Tee as0ee ake 734,083 560,5°6 173,557 31.0 
“a 78,059 42,628 35,431 82.2 

812,142 603,154 208,988 34.9 





The increase this year is large; it is most marked in the 
New River and other steam coals. 

Cumberland coal shipments for the week ending Sept. 12 
were 65,018 tons. Total to Sept. 12 this year, 1,898,587: 
last year, 1,954,392; decrease, 55,805 tons, or 2.8 per cent. 

Anthracite coal tonnage for August and the eight months 
to Aug. 31 is given as follows by Mr. John H. Jones, the 
Official Accountant, the statement including the entire pro- 
duction of anthracite coal, excepting that consumed by em- 
ployés, and for steam and heating purposes about the mines: 

——-August.—-— 


zg 
1885. 1884. 
Phila. & Reading... ..1,)81.775 1,330,703 


-—--Eight months.-— 
885. 1884. 
6,967,229 6,993,011 


Lehigh Valley.... ... 548,089 663,844 3 466,077 3,743,209 
Del. Lack. & West.. 521,488 600,412 2.904.476 3,283.347 
Del.& Hud.Canal Co. 262,301 418,587 1,851,454 2,123 086 
Pennsylvania R. R.. 298.507 317,315 2,110,946 2,059,173 

> Coal Co. 146,028 173,101 850,954 874.60 
By ing Ee Bee Wisnnse 65,772 48,448 375,013 = 247,663 


Total.... ..........3,023,910 3,552,410 18,526,239 19,314,279 








Decrease for the month, 528,500 tons, or 14.9 per cent. ; 
for the eight months, 788,040 tons, or 4,2 per cent. 
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The division of tonnage for the eight months was as follows, 
comparison being made with last year, and also with the 
allotment for the present year, made by agreement (to which 
the Pennsylvania Railroad Co. was not a party): 





Allotment. 1885. 1884. 

Philadelphia & Reading.... ........... 38.85 37.6 36.2 
ae ee 9. 18 7 19.4 
Delaware, Lackawanna & Western.... 16.05 15.7 17.0 
Delaware & Hudson Canal Co.......... 11.00 10.0 11.0 
Pennsylvania Railroad Co.......... .. 8.00 11.4 10.7 
Pennsylvania Coal Uo........  ........ 5.00 4.6 4.5 
New York, Lake Erie & Western....... 1.50 2.0 1.2 
Total osccccccscde.OO 100.0 100.0 


The stock of coal on hand at tidewater shipping po. 
Aug. 31, 1885, was 988,782 tons; on July 31, 1885, 734,700 
tons: increase, 254,082 tons, or 34.6 per cent., during the 
month. 
Railroad Earnings. 
Earnings of railroad lines for various periods are reported as 
follows : 
Eight months to Aug. 31: 















1885. 1884, Ine. or Dec. ‘Pc. 
Boston, Hoosac 

Tun. & W...... $294,203 $287,580 I. $6.623 23 
Bur., C.R. & No. 1,864,123 1,681,703 I 172,420 10.2 
Char., Col. & A.. 481,265 446,844 I. 34,421 V7 
Cleve., Ak. & C.. 315,888 516.189 D. 301 0.1 
Col. & Greenville 390 796 367,612 I. 23,184 6.3 
Denver & R. G. 

Western ....... 607.609 488,033 I. 119.576 274.3 
Ev. & T. Haute.. 482.986 495.073 D. 12,087 2.4 
Flint & Pere M.. 237.932 1,562,622 D. 324.689 *0.8 
Fla. Ry. & N. Co. 639 203 D 1°,615 2.0 
Georgia Pacific . 333.171 L 53,172 15.5 
Grand Trunk.... 10,998 (69 D. 1,310.022 11.8 
Gulf. Col & s. F. 1,028,559 D. 157,284 154 
lilinois Central: 

Ill. jines. .... 4,090,183 3.902.590 I. 187,593 4.8 

Southern Div... 2,586,337 2.422, 666 I 163.668 68 

i-walines . .. 995,057 1.058,187 D. 63,130 6.0 
Kansas City, Ft. 

Seott & Gulf... 1,615,125 1,525,427 I. 89,698 5.9 
Kan City, Spr. & 

Memp is....... 1,018,187 734.779 I. 283,408 38.6 
Margq., H. & Ont. 526.807 603,608 D. 76,801 127 
Mexican Central. 2,406,768 1855.241 I. 53',5°7 = =29.7 
Mil. & Northern. 361,900 335.425 LL. 20.475 79 
N. Y, Ont. & W. 1,214,334 1,261,634 D. 47,300 3.7 
Ohio Southern. .. 265.871 283 235 D. 17,364 6.2 
Rich. & Dan 2,450,810 2,369,172 I. 81.6338 34 
St.L.. Ft. S & W. 192,221 319,451 IL. 72.770 + =22.8 
St. P.M. & Man. 4,198 995 4.861.869 D. 662.874 136 
Va. Midland.... 967.481 ,013,905 D. 46,424 4.6 
Wab.,St.L & P. 8,962,964 9.740.010 D. 777,046 80 
Western N.C... 291,679 275.449 I. 16,230 5.9 
Wisconsiu Cent.. 942,696 920,575 I. 22,121 2.4 

Seven months to July 31: 

Balt. & Potomac. $759 347 $684,779 I. $74.568 109 

Net earnings... 289.569 213,098 I. 76.471 359 
Ches. & Ohio ... 1,846,629 2,03°.143 D. 185,514 9.1 

Net earnings... 458 823 560,811 D. 101,988 18.2 
Ches..O. &S. W. 833,303 719,645 I. 113.658 15.8 

Net earnings... 229,434 119,314 I. 110,115 92.3 
Des 4. & Ft. D.. 198,611 179 670 I. 18.941 10.5 

Net earnings... 45 061 42,053 I. 2,998 , | 
Eliz., Lex. & B.S. 374,058 397,817 D. 23,759 6.0 

Net earnings... 108.571 107,718 I. Sas 08s 
Kentucky Cent... 454,501 472,762 D. 18.261 3.9 

Net earnings... 113,313 146,033 D. 32,720 22.4 
Month of July: 

Balt & Pot»mac. $103,805 $106.918 D. $3,115 29 
Net earnings... 3,399 4,580 D. 4.181 9.7 
Des M. & Ft. D... 29.324 23.680 I. 5.644 23.8 
Net earnings... 7,907 3,471 I. 4,436 122.1 
Month of August: 
Boston, Hoosac 

hm aw ..... $43,013 $47,259 D. $4,246 90 
gur.,C R. & No. 225,833 216,600 T. 9,233 43 
Char., Col. & A.. 56,259 48,070 I. 17.1 
Cleve., Ak. & Col. 45,118 48,074 D. 61 
Col. & Greenville. 41,326 37.878 I. 9.1 
Denver & R. G. 

Western........ 79,872 I. 120 
kv. & T. Haute . 87,099 D. 152 
Flint & Pere M.. 174.328 D. 10.7 
Fla. Ry. & N Co. 52.573 I. 71 
Georgia Pacific. . 42,299 1. 6,589 15.2 
Grand Trunk 1 1,385,525 D. 232.218 168 
Gulf, Cul. & S. F. 131,652 I. 15,287 §=11.6 
Iilinois Ceutra!: 

ll. lines oe 572,395 564.833 1. 7.562 1.3 
Southern Div.. 249,401 272.610 D. 23,2 8.5 
Iowa lines...... 116,537 129,480 D. 12,943 10.0 

Kansas City. Ft. 

Scott & Gulf... 166,427 183,850 D. 17,423 9.5 
Kan. City, Spr. & 

re 87,376 104,198 D. 16822 162 
Ma q. H.&0O.... 118,006 117,269 L. 737 0.6 
Mexican Cent.... 255.684 243,938 I. 11,746 4.8 
Mil. & Northern. 42,901 40,162 I. 2,739 68 
N. Y., Ont. & W. 199,334 220,935 D. 21,601 98 
Ohio Southern... 39,042 42,007 2.965 7.1 
Rich. & Dan.... 3°.2,860 293,147 I. 29,813 10.2 
St. Jo. & Grand 

eS Sees 84,098 98,923 D. 14,825 15.0 
St. L., Ft. 8.& W 55,395 43,805 I. 11,590 26.4 
St. P.. M. & Man. 524,620 571,762 D. 47,142 8.4 
Va. Midland ..... 144,753 149,895 D. 5,142 3.4 
Wab.,St.L. & P. 1,132,306 1,427,537 D. 295,231 207 
Western N C.... 46,820 48,794 D.° 1,97: 40 
Wisconsin Cent.. 107,879 104,423 LI. 3,456 3.3 

First week in September : 

Bur., C. R. & No. $64,814 $58,954 I. $5,860 9.9 
Canadian Pacific. 186,000 146.000 I. 40,000 7.4 
Chi. & Alton... 178,983 £17,488 D. 38,505 17.8 
Chi. & East. Ill... 39,576 38 887 I. 689 1.8 
Chi., Mil. & St. P. 490,000 475.149 I. 14.1451 3.0 
Chi. & Nor’west. 495,900 512,800 D. 16,900 3.3 
Ch St.P.,M.& O. 121.400 109,600 I. 11,800 10.7 
C.,L, St. L.& C. 60,146 57,997 D. 7.851 13.5 
Denver & R.G... 131,191 121.790 IL. 9,401 w2 
Det., Lan. & No. 23,824 23,756 I. 0.3 
Illinois Central.. 212,000 205,028 I. 6,972 3.4 

Iowa lines...... 38,100 36,285 I. 1,815 5.0 
Louisv. & Nash.. 258,045 270,895 D. 12,850 4.7 
Mil.,L. 8.& W.. 32,535 20400 I. 12,155 59.6 
Oreg. R. & N. Co. 112,917 65,291 L. 47,626 731 
Roch. & Pitts.... 26,104 25,439 IL. 655 2.6 
St.L. & San F... 85,700 110,900 D. 25,200 22.6 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 


Transcontinental Traffic Association. 
The meeting of the Transcontinental Association in St. Paul 
last week continued until Sept. 11. On Sept. 10 a resolu- 
tion directing the general agents to make settlements of 
accounts was tnet by the refusal of the Central Pacific to pay 
the general agents’ draft upon it. On the following day 
another effort, made by the representatives of the Southern 
Pacific, to have the matter of awards of percentages referred 
to the presidents of the different lines for final settlement, 
was defeated, and a resolution to have the general agents 
make out a balance sheet showing the operations of each line 
was also defeated. By a majority vote a resolution was 
adopted that each line should make out a statement of its 
claims against the Southern Pacific for the six months from 
Jan.1 to June 80, and draw on that road for the amount due. 
The representatives of that company, however, gave notice 
that if such drafts were drawn they would not be paid, 





and September should be adjusted without further dispute, 
the agreement being that the settlements for those three 
months shall be on the earnings for the previous three 
months, and not on the percentages awarded by the arbitra- 
tors. The meeting then adjourned, subject to the call of the 
Chairman. 
Lake Superior Iron Ore. 

The Marquette Mining Journal says: ‘‘ Up to date of Sept. 
8, the shipments of iron ore from the port of Ashland aggre- 
gated 25,718 gross tons, of which quantity 17,974 tons stood 
credited to the Colby Mine. Theother shipping mines on the 
Ashland and Gogebic range are the Germania, Norrie and 
Ashland.” 

Ashland, Wis., is an ore-shipping port for the first time 
this season. The ore comes from the Gogebic iron range, 
over the Milwaukee, Lake Shore & Western road. 


Cotton. 


Cotton movement for the week ending Sept. 11 is reported as 
follows, in bales : 


Interior markets : 1885. 1884. Inc.orDec. Pc. 
INNS sade canceees 33 874 21,395 I 12,479 583 
Shipments.... ..... . 25,798 28,743 D. 2.945 10.2 
Stock, Sept. 11.. ........ 25,384 20,427 I. 4,957 24.3 

Seaports : 

Receipts.... .. .... ...-. 53,080 42,624 I. 10,456 24.6 
ee eee 16.027 16,802 i. 4.6 
Stock, Sept.11.. ..... 152,166 119,960 I, 32 206 26.8 


The total movement from plantations for the crop year 
(from Sept. 1) to Sept. 11 is estimated at 85,383 bales, 
against 60,937 last year and 107,489 in 1883. 

The Commercial and Financial Chronicle gives the fol- 
lowing statement for the crop year ending Aug. 31: 





1884-85. 1883-84. 1882 83. 

Boosie at shipp’g ports, bales.. 4,776,199 4,850,575 6,019,738 
Add shipments direct to manu- 

f cturers.. secs coos cose 626,822 “529.477 641,496 

ia 8 a As Nae 5,403 021 5,380,052 6,661,234 
Manufac!ured South, not in- 

GURNEE BOOTS. oe os cscene ceceas 266.000 334.000 331,¢00 
Total cotton crop for the year, 

SPD 5 pea. dencndens. nchoeae 5,669,021 5,714,052 6 992,2: 


The result of these figures is a total of 5,669,021 bales as 
the crop of the United States for the year ending Aug. 31, 
1885: a decrease of 45,031 bales, or 0.8 per cent., from 
oe and of 1,323,213 bales, or 18.9 per cent., from 

882-83. 

The Chronicie says: ‘‘ Although the above totals indicate 
a yield the past year a little below the small crop of the pre- 
vious season, the gross overland movement compares well 
with the last, and also with that of 1882-83, when the total 
crop was about 1}¢ millions larger. This is a very good 
showing for the all-rail routes, considering the lessened con- 
sumption which has -been so general. For it is only toa 
given number of the mills that this mode of receiving their 
raw material is always the cheaper; and that number re- 
maining the same, the varying activity in spinners’ trade 
controls in ordinary seasons the variations in the total move- 
ment. This, however, is not always so, for sometimes the 
question of route is influenced by the staple obtainable, and 
at others, of which the present year is an example, the rail- 
roads have so great a need for business that they fix their 
rates so as to attract it. 

‘* In making our usual comparison between the portion of 
the crop marketed overland and the portion through the 
Southern outports, the most prominent feature disclosed is 
the better position New Orleans holds since the completion of 
its new railroad facilities. Two years ago, with a very large 
crop in the Mississippi Valley, the net receipts at that port 
were 1,690,479 bales, or 24.17 per cent. of the total yield ; 
last year, with a much smaller production in that section, 
the net receipts were only a little smaller, being 1,529,158 
bales, or 26.76 per cent. of the total yield. This season, with 
the crop still smaller in that section, the net receipts are a 
little larger even than the last, being 1,529,592 les, or 
27 per cent. of the total crop. As is well known, the best 
results of the year’s production were in the Atlantic states, 
and hence Savannah and Charleston have marketed con- 
siderably more than a year ago, both absolutely and with 
reference to the total yield. All this is shown in the follow- 
ing table of percentages, where one can see at a glance the 
comparative position all the different ports have held as 
marketing centres for four years: 


Per cent, of crop received at: 1884-85, 1883-84. 1882-83 




















Wilmington, etc.. 3.17 3.03 2.59 
Norfolk, etc...... 13 67 13.04 14.24 
CUR scscnce. nehaaseanbonsue 9.22 7.56 8.45 
SLED cbc knsvGESs wicbbenesce 12 54 11.58 11.7 
iE inebpeinawhins Cakinginind hadidik 1.46 .80 .29 
ns a iedeut asia Suteearuebes tn 4.18 420 4.48 
New Orleans J 26.76 24.17 
Galveston, ete : 5 10 63 12.69 
New York, Boston, ete 7.29 7.39 

Total through all ports............. "84.25 84 89 : 86.09 
Sn a et een 11.06 09.26 09.18 
Southern consumption ............... 04.69 05.85 04.73 

Total United States crop ........... 10000 100.00 —-100.00 


‘In the above table we have only figured what is called the 
net overland, as the remainder of the gross amount is counted 
either at New York, Boston, etc., or at the Southern ports 
where it first appears in receipts. Still, the entire gross 
amount reaches a market by some all-rail route, and hence in 
measuring the overland we can only do so correctly by using 
the gross figures. To show, therefore, the progress made in 
the movement since 1874-75, we give the following state- 
ment of total crop and overland movement: 


Gross 
Total yield. overland. 
Crop of Bales. Pales. 
R43 bad ages bas dds dane .. 5,668,021 9°1 960 
1883-84... 5.714,052 


1.049.070 





1882-83.... 6.992.234 1,217,215 
1881-82 5.435.845 1,134,788 
1880-81 6.589.329 1,090,067 
1879-80 5,757,397 1,181,147 
1878-7 5.073.531 891,619 
1877-78 4.811.265 693,640 
1876-77 4,485,423 636.886 
1875-76 4,669.288 703,780 
eT ere ere eee edie 3,832.991 461,751 


‘* From the crop year of 1874-75 to that of 1884-85 there 
was an increase of 47.90 per cent. in the total yield, but 
of 114.83 per cent. in the gross overland movement.” 

It must be remembered that all the crop is moved some 
distance by rail, with the exception of the comparatively 
small amount reaching the ports by river steamboats, so 
that nearly all of it contributes something to the business of 
the railroads. 

East-bound Rates. 


East-bound rates from Chicago seem to have been thoroughly 
demoralized during the past week, and grain was taken at 
11 and 10 cents, it is said. A dispatch from Chicago, Sept. 
15, says: ‘‘ The Pennsylvania and the Vanderbilt lines have 


advanced grain rates to New York to a 12-cent basis. The 





Grand Trunk and the Chicago & Atlantic claim that the 
are taking no business at less than a 15-cent rate, The ade 


Finally it was decided that the business for July, August 


vance is due to the fact that eastern elevators are full, and 
there is no export demand to empty them or take grain going 
forward. A curious result of this condition of affairs is that 
rates on provisions, which are usually 5 cents higher than on 
grain, are now from 2 cents to 5 cents lower. There is an 
export demand for provisions, and no difficulty about storage 
at the eastern end of the lines, as there is about grain. It is 
thought some improvement in the situation may come from 
the meeting of trunk line managers in New York to-mor- 
row.” 


Southern Association of General Pas-enger & 
Ticket Agents. 

A short meeting of the Southern Association of General Pas- 

senger & Ticket Agents was held in New York Sept. 15, at 

which a contract was concluded and executed providing for 

a schedule of excursion rates to Florida and other Southern 

points, fares being arranged on the same basis as last year. 


Southern Railway & Steamship Association. 

A special meeting of the Southern Railway & Steamship As- 
sociation was to be held this week to receive the report of the 
committee to whom was referred the question of preparing a 
pooling agreement to include the passenger traffic of the roads 
in the Association. The question of pooling passenger as well 
as freight business has been several times brought before the 

Association, but no decisive action has ever been taken. 

Southern Passenger Rates. 

A dispatch from Chattanooga, Tenn., Sept. 16, says: ‘* Dis- 
tches to the railrvad authorities bere state that the 
sitter passenger-rate war between the Richmond & Danville, 
the Western & Atlantic, and the East Tennessee, Virginia & 
Georgia and connecting lines, is over, and that the old rates 
were restored to-day. The fight was injurious to all the 
roads drawn into it inthe scramble for business from this 
point. While the regular fare from this city to Eastern 
cities was from $22 to $25, by going to Atlanta and purchas- 
ing tickets over either the Western & Atlantic or the East 
Tennessee, Virginia & Georgia road nearly $89 was saved, 
the latter road bringing its passengers back through Chatta- 
nooga, while the former forwarded them over the Richmond 

& Danville road and connections at the reduced rates.” 


Colorado-Utah Association. 
From Jan. 1 to June 30 the roads in the Colorado-Utah As- 
sociation carried 70,636 tons of freight. The percentages 
earned by the different lines, as well as the newly allotted 
and old percentages, are as follows : 





Per cent. New Old 

Road. earned. award. award. 
a EIR anid. cacasddanccss 12.75 13.00 
Rr 29.00 29.00 
St ENE was adh <'050 Stnek entaverepan? 12.00 9 50 
Northwestern... . . 12 75 13.50 
is bk cokes Skee eee 14.00 15.00 
Missouri Pacific 7.50 8.00 
ee errs 12.00 12.00 
OOO ES GA. BD iccnconsnasssesse, GR. sheves otha 

NT cichine Sach ons an dhin nike aman aied 100.0 100.00 100.00 


The earnings on the freight carried amounted to $430,000 
in all.—Chicago Inter-Ocean. 


Cut Tickets. 
Arbitrator E. P. Wilson, of the Chicago, St. Louis & Mis 
souri River Passenger Association, has issued the following 
circular : 

‘*‘T am informed that it is customary for ticket agents, at 
association points, to sell cut tickets reading between points 
beyond association territory, which are sold frequently and 
immediately following their issue in connection with tickets 
issued by lines outside of the Association, in such manner as 
to furnish through transportation at rates lower than are au- 
thorized by the managers’ agreement. While it may be 
politic under certain circumstances to issue such tickets in 
connection with thousand-mile tickets, or other transporta- 
tion (issue of an association line), it seems to me that to ex- 
tend their use further than this is dangerous, and in conflict 
with the managers’ agreement. I beg to advise all lines in 
the Association of this opinion, that such steps as are neces- 
sary may be taken to protect their revenue against the abuse 
above referred to. he agreement was clearly framed to 
protect revenue between association points ; the sale of a cut 
ticket yields no revenue to the selling line, but it can be used 
to make marketable tickets which might not otherwise com- 
mand as ready sale. Collusion between the selling road and 
the broker is not necessarily involved, but the result is in 
many cases injurious to the revenue between association 
points. If complaints of improper use of cut tickets are 
formally pressed under the managers’ agreement, there is to 
my mind no escape from the application of penalty.” 


RAILROAD LAW. 


Compelling Companies to Build Stations. 


A dispatch from St. Paul, Minn., Sept. 12. says: ‘*The 
initial steps have been taken by the Railr vad & Warehouse 
Commissioners to bring several suits against the Chicago, 
Milwaukee & St. Paul and the Manitoba railroad companies 
for violation of the law passed at the last session of the Legis- 
islature, requiring all railroad companies doing business in 
the state to provide suitable waiting rooms for the accom- 
modation of passengers at all stations where the roads do 
business. The law requires that in all stations there shall be 
waiting rooms suitable to the accommodation of the ordinary 
public, and that in all places of 1,000 inhabitants and up- 
ward there shall be separate waiting rooms for men and 
women. The penalty for each offense is a fine of not less than 
$500 nor more than £1,000, and the existence of a station 
without the prescribed accommodations for 30 consecutive 
days is sufficient to constitute an offense. Numerous com- 
plaints have been received from people living at stations 
along the two lines mentioned. The companies say that such 
things are questions of time, and there is a general disposi- 
tion to pay no attention to the law. Accordingly the com- 
mission will carry out their duty as prescribed by law. The 
fines go to the state treasury.” 

















OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—An organization ha 
been completed in Kansas, under the name of the Kingman, 
Pratt & Western Co., to build a branch of this road from 
Kingman, Kan., through Pratt, Ford and Edwards counties, 
with a branch to Englewood in Clark County. The length 
of the main line and branch will be about 260 miles. 

A report comes from Topeka that this yoy! intends to 
build a line from Garden City, Kan., direct to Denver, thus 
securing its own line to that city. 

Atlantic & Pacific.—This company is desirous of ex- 
tending its Central Division 100 miles westward from its 
present terminus at Red Fork on the Arkansas River, and 
a plan for raising the money needed is now under considera- 
tion.: The estimated cost of the extension is $11,000 per 
mile, no heavy work being required. The extension will 








reach the O) oma tract. 
A Washington dispatch of Sept. 15 says: ‘The At- 
lantic & fic Railroad Co., which pure last year 
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the Mojave Division of the Southern Pacific road, made 
application to the United States Land Office in this city 
yesterday for an indemnity grant of odd sections of 
land along its en line through California. The grant 
was asked for under the Congressional act approved July 
27, 1866, entitled, ‘An act granting lands to aid in the con- 
struction of a railroad and telegraph line from the states of 
Missouri and Arkansas to the Pacific coast.’ The application 
was denied on the ground that it was not in conformity with 
department regulations and that the road had not been built 
within the prescribed time.” 


Baltimore & Ohio.—The directors have voted to extend 
the payment of the bonds maturing Oct. 1 for 80 years, at 4 
per cent. interest. The original amount of this loan was 
$2,500,000, but purchases on account of the sinking fund 
have reduced the amount outstanding to $1,710,000. 

The Second Controller of the Treasury has made a decision 
denying the motion of counsel for the Baltimore & Ohio 
Railroad Co., that the accounts of ,that company for the gen- 
eral transportation of soldiers and supplies — the civil 
war be reopened. The application was based on the ground 
that the company was subjected to extraordinary dangers 
and expense in the execution of the business of the govern 
ment, and was therefore entitled to a more liberal compensa- 
tion than was allowed at the time the accounts were settled. 
The Controller declined to reopen the accounts for the reason 
that they had already been settled, and because no new evi- 
dence was eg meas to justify such a course. He also made 
the point that the property of the company, instead of being 
jeopardized by the business of the government, was in fact 
protected thereby. 

The Pennsylvania Railroad Co. has begun a suit in the 
Common Pleas Court in Philadelphia, to enjoin this company 
from making grade crossings within the city limits. hief 
Engineer Brown, of the Pennsylvania Railroad, deposes that 
the grade crossi can be easily obviated by raising the 
grade about 13 ft., and that the interest on the amount of 
money required to do this will not amount to much more 
than the necessary expense of maintaining the crossings, 
which expense should be wholly borne by the Baltimore & 
Ohio Railroad. In opposition to this view the officials of the 
Baltimore & Ohio say that such a course would involve 
the violation of its contracts with such of the property 
owners as gave them the right of way in consideration of the 
facilities which the road would give them for loading and 
unloading from their properties. An examiner will be ap- 
pointed to take testimony. 


California Southern,—Track on the extension of this 
road is now laid from the northern end at Waterman, Cal., 
on the Atlantic & Pacific road, southward to Mojave River, 
35 miles. Tracklaying on this end of the road is tempora- 
rily suspended, to await the completion of the bridge over the 
river. 


Caraquet.—Work has been progressing well this summer 
on this road, which extends from a junction with the Inter- 
colonial road at Bathurst, N. B., along the south shore of 
Chaleur Bay to Shippegan Harbor, a distance of 60 miles 
The road is now graded from Bathurst to Caraquet, 36 miles, 
and the rails have been laid for 20 miles. It is expected that 
the road will be opened to Caraquet this year and to Ship- 
pegan next season. 


Carolina Central.—Cleveland County, N. C., has voted 
a large subscription in aid of the proposed extension of this 
road from Shelby, N. C., to Rutherfordton. This vote will 
probably secure the building of the extension, which de- 
—— chiefly upon the amount of local aid secured along 
the line. 


Central Massachusetts.—Officers of the Boston & 
Lowell Co., which is to operate this line, have recently made 
an inspection of the work so far done, and have found that 
the repairs of the road are so well advanced that it will prob- 
ably be open for business by Oct. 1. Itis stated that seven 
trains daily will be put upon the road, which will be operated 
entirely for local business. 


Central, of New Jersey.—In the United States Court 
sitting at Williamsport, Pa., last week an order was made re- 
ferring the petition of this company for a termination of the 
lease of its road to the Philadelphia & Reading to George M. 
Dallas as Special Master, with instructions to take testimony 
in the case and report to the court. 


Central Transportation Co.—At the special meeting 
in Philadelphia, Sept. 15, the stockholders voted to accept 
the provisions of the new Constitution of Pennsylvania. 
President Stevens then presented resolutions providing for a 
stock vote on the question of withdrawing from the Phila- 
delphia Trust Co, the reserve fund accumulated under the 
provisions of the agreement of Oct. 11, 1877, and on the 
question of reducing the capital stock of the Central 

ransportation Co. by reducing the par value of its shares to 
#38 per share, and by returning to the holder of each share 
of stock the difference between the present par value and the 
reduced par value. These resolutions were agreed to, and it 
was decided to adjourn until Monday, Sept. 28. 


Chicago, Central Indiana, Block Coal & Ohio 
River.—This company has filed articles of incorporation in 
Indiana to build a railroad from Rockport, on the Ohio 
River, nearly due north to Hebron, in Porter County on 
Lake Michigan, a distance of 350 miles. 


Chicago & Northwestern.—It is said that this com- 
yany will build a branch from Centreville, Dak., to Yankton, 
30 miles. If this is true it will be an invasion of territory 
hitherto exclusively occupied by the Milwaukee & St. Paul, 
It is also reported that this branch will be extended from 
Yankton westward up the Missouri. 


Clarendon & Pittsford.—This company has been in- 
corporated to build a railroad from a point in the town of 
Clarendon, Vt.. through Clarendon Springs, Proctor and 
Pittsford to a junction with the Rutland road. It will be a 
loop line, connecting with the Rutland road at bcth ends and 
following Otter Creek on the west side for most of its length. 
It will be about 12 miles long, and is intended to reach sev- 
eral large marble quarries. Gov. Redfield Proctor, of Rut- 
land, Vt., is the chief promoter of the road. 

Crawford Branch.—Arrangements are being made to 
build a branch from Crawford, the county seat of Ogle- 
thorpe County, Ga., to Lexington, on the Athens Branch of 
the Georgia Railroad. The distance is about 3 miles. 

Delaware, Lackawanna & Western.—The Buffalo 
Commercial Advertiser says: ‘Messrs. Dowling & Kennedy, 
of Binghamton, who have been engaged for nearly two years 
filling the trestles of the Lackawanna in this city, are making 
satisfactory p ess with their work, and expect to have the 
entire contract finished by spring. The long trestle at Black 
Rock, running from Hertel avenue to the east of Military 
road, been filled in, and also the trestle at the Main street 
croasing. The machinery of the firm has been removed to the 
trestles at East Buffalo, where they have almost finished the 
as the one on the Black Rock Branch and the other on 

The material for the filling is yellow clay, which 
to the city, A steam shovel 
work at the pit since the contract- 





Evansville, Washington & Brazil.—Track on this 
road is now laid to Newberry, Ind., 25 miles north of Wash- 
ington, leaving 18 miles to complete the road to Worthing- 
ton, which is to be its northern terminus. 


Fairmount, Morgantown & Pittsburgh.—The grad- 
ing of this road is now about completed from Fairmount, W. 
Va., north by east to Morgantown, 23 miles. The bridge 
over the Monongahela at Fairmount is completed, and track- 
laying has been begun. Work will soon be commenced on 
the line from Morgantown to Uniontown, Pa., about 25 
miles. The line follows the valley of the Monongahela from 
Fairmount to a point north of the Pennsylvania line, and 
thence will rin through the valley of a tributary stream to 
Uniontown. 


Georgia Railroad Commission.—The Georgia Sen- 
ate isdebating the proposed bill for the amendment of the 
railroad law. The bill limits considerably the powers of the 
Commission, and, if passed, will deprive it of its present 
authority to fix rates. 


Grand Trunk.—For July, the first month of the half- 
year, earnings and expenses were : 





1885. 1884. Decrease. P.c. 

en ous nensen £256,116 £296.560 £40.444 13.9 
Mxpenses.... .... .6..-s 197,640 215,185 17,545 8.2 
Net earnings.......... £58,476 £81,375 £22,899 28.3 


The earnings of the controlled lines west of Detroit for the 
month were : 


Chi. & Gd. Tk.— —Det..G. H. & Mil.— 
1885 1884 1885 884 





Earnings...... ... .. £42,087 £55,351 £18,930 £21,064 
MO cc ncsae. cacind 36,329 43,170 13,526 14,318 
Net earnings........ £5,758 £12,181 £5,404 £6,746 


The Chicago & Grand Trunk shows a decrease of £13,264, 
or 24.1 per cent., in gross, and of £6,423, or 53.3 per cent., 
in net earnings. The Detroit, Grand Haven & Milwaukee 
decreased its gross earnings to £2,134, or 10.0 per cent., and 
its net £1,342, or 20.0 per cent. 


James River Valley.—The grading and bridging of 
this road from La Moure, Dak., to Jamestown is now nearly 
—. and it is expected that tracklaying on this section 
of 50 miles will be completed by November next. 


Lackawanna & Pittsburgh.—The strike of the train- 
men on this road still continues. An offer made by the Re- 
ceiver to pay one month’s wages on account at once and the 
balance as soon as possible has been rejected by the men, who 
naturally want some security that the money will be forth- 
coming within a definite time. They now have six months’ 
wages due them. 

The Receiver reports that the total receipts from Dec. 9, 
1884, to June 8, 1885, were $101,482, and the payments 
$100,248. The court passed{the account. 


Lake Erie & Western.—The Court has refused to give 
the Receiver permission to issue a iarge amount of certifi- 
cates for the purpose of making improvements of the road. 
The Court, however, authorized the Receiver to expend 
— for the purpose of buying steel rails to make needed 
renewals. 


Louisville, Evansville & St. Louis.—The Court has 
entered an order directing the Receiver to pay the July in- 
terest on the $900,000 first-mortgage bonds of the Evansville 
Division out of any money which he may have in his bands. 


Louisville & Nashville.—This company has agreed to 
furnish the rails and operate the br nch extending from 
Letohatchie, Ala.,on its Montgomery Division, to Haines- 
ville, a distance of 7 miles. The grading has been completed 
by the people of the town. 


Maine Central.—This company reports a large in- 
crease of passenger business this summer, the travel to the 
summer resorts on the Maine coast having been greater than 
ever before. The new Bar Harbor Branch has brought a 
large addition to this business to the road. The company 
has ordered the construction of a new ‘ferry boat to run be- 
tween Bar Harbor Ferry and Mt. Desert. Some increase, 
both of passenger and freight traffic, is expected from the 
completion of the St. Johns bridge, which will enable through 
freight from maritime provinces to be sent by rail without 
the troublesome transfer heretofore required, and will enable 
the railroad to compete for freight with the water lines. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Sept. 5: 

Work has been resumed on the National Railway between 
Morelia and Patzcuaro. 

The Sinaloa Railroad is reported to have been seriously 
damaged by wash-outs during recent heavy rains. Many 
culverts and small bridges were washed away and the em- 
bankments badly damaged. 

Chief Engineer Foote, of the Mexican Railway, has been 
appointed General Superintendent in place of Mr. Jackson, 
resigned. 

It is understood that many changes are being made in the 
working force of the Mexican Railway. 

Superintendent of Way Nelson, of the Central Railway, 
has resigned and will go with ex-General Manager Robinson 
to the Atlantic & Pacific road. 

The general managership of the Mexican Central Railroad 
was transferred on Tuesday last by Mr. D. B. Robinson to 
Mr. Edward W. Jackson, formerly General Superintendent 
of the Mexican Railway to Vera Cruz. The former Manager 
and Mr. Jackson, accompanied by General Superintendent 
Mackenzie, and the a of all the operating divisions of 
the railway, started, on the morning of that day, for an 
inspection trip along the entire line to Paso del Norte, it be- 
ing Mr. Jackson’s first thorough inspection of the line, of 
which he is now the executive head. The chiefs of the 
operating divisions anticipate that within the next two 
years and a half there will have to be an extensive replace- 
ment of ties and bridges along the Northern Division of the 
road. That division being built so rapidly, the ties were laid 
almost simultaneously, and when they require to be replaced, 
the work will have to be done at about the same time, 
necessitating a large expenditure. The temporary wooden 
bridges at the p< aed end of the line will also require renewal. 
A great deal of absolutely necessary repair work will have to 
be done to keep the permanent way in good condition. All 
this was anticipated by Manager Robinson, and his successor 
will have the benefit of his thorough knowledge of the road. 
The problem of ties is a serious one for railways in this coun- 
try. Their average cost on the Central and National roads is 
$1 each, and this is not inclusive of the expense of delivery at 
the point required. Whether it would not be the truest econ- 
omy for the Central to begin the replacement of wooden ties 
J iron ones, as has been to some extent practiced on the 

exican Railway, is a matter for the management to consider. 
Operating expenses must, of necessity, be heavy on the road 
for some time, if the permanent way is to be kept in the best 
condition. Fortunately for the Central, its rolling stock is in 
good order, and as at the start it —— only the best quality 
of rails, it will not be at the expense of replacing its metals for 
from 10 to 15 years, according to the j mt of its oper- 
ating officials. Another expense to which all the railways on 


the table-lands are necessarily subjected is the frequent 
painting of cars, to keep them from cracking under the influ- 
ence of the dry air and the tropical sun. Even the best Pull- 
man cars, built of the finest seasoned stock, yield to the dry- 
ing influences of the atmosphere of the table-land, and often 
have to have new panels inserted where others have shrunk 
away. There is a pointin the maintenance of a t rail- 
way beyond which economy is not to be carried. Here in 
Mexico, where ties rot rapidly, safety demands frequent re- 
placement, and bridges—where of wood—require careful 
watching and frequent strengthening. Cars must be kept 
well painted and the damaging effects of the tropical rains 
provided against. The efficiency and energy of the Central’s 
management has long been recognized here, and under so 
well trained a railway man as General Manager Jackson, 
who will have the benefit of General Superintendent Mac- 
kenzie’s thorough acquaintance with every section of the 
road, we believe that the Central will suffer no deterioration. 


Missouri Pacific.—It is announced that this company 
has decided to build a branch from Weeping Water, Neb., to 
a which will make the third line between Omaha and 

incoln. 


New England & Southern Construction Co.— 
This company has secured from Cleveland County, N. C., a 
subscription to the line which it proposes to build from a con- 
nection with the Spartanburg, Union and Columbia road in 
South Carolina, through Shelby to Cranberry in Mitchell 
County. 


New York Central & Hudson River.—The people 
of Olcott, N. Y., have offered to donate this company 
$10,000 and the right of way, provided the company build 
branch from Lockport to Olcott. 


New York & New England.—The Boston Advertiser 
of Sept. 12 says: “It is asserted that the Finance Com- 
mittee of the New York & New England directors will 
recommend to the board at the meeting to be held the latter 
part of this month, a scheme for retiring the floating debt, 
which is stated tobe $2;120,000. It is thought that of that, 
not exceeding $150,000, is of a character to be paid by sec- 
ond mortgage bonds under the act authorizing their issue. It 
is believed that about $800,000 can be retired with preferred 
stock. To provide for the balance it is propos to ask the 
common stockholders to make a cash contribution of $10 per 
share, for which preferred stock will be issued to them at 
par, but they will be allowed to keep the common stock to 
protect their equity. 

‘*There are conflicting statements in regard to the fixed 
charges, one being $1,350,000 a year and another $1,150,- 
000. Of course this is a matter that the committee will not 
leaveindoubt. It is probable that the former figure is nearer 
the fact. At the end of the fiscal year, Sept. 30, the net 
earnings are expected to show nearly, if not quite, $1,000,- 
000. te then, will be a deficit of at least $150,000, and 
probably more. How it is expected to provide for this, even 
if all the existing floating debt is retired, there is at present 
no information.” 

Receiver Clarke makes the following statement (in answer 
to questions) to the Boston Evening Record : 

‘*The fixed charges of the New York & New England 
Railroad, including leases, taxes and rentals, during the next 
year will be about what they have been during the present. 
There was a large deficiency in the Norwich & Worcester 
lease in the first half of this year. It amounted to some 
$60,000, and it is not expected to occur again, as the rental 
of that property has been reduced from 10 to 8 per cent. upon 
its capital stock in the year 1885. But the increased value 
given toour securities, which is the basis for taxation, and 
the interest on the additional second-mortgage bonds issued 
will probably absorb just about the same amount. These 
fixed charges for either year are a little less than $1,200,000. 
The precise amount cannot be told until after assessments 
are made for taxes. This includes interest on both classes of 
bonds, taxes, insurance, interest upon property obligations 
(state flats, etc.). 

‘The earnings of the property for the year ae A Sept. 
80, 1885, will be somewhere between $1,000, and 
$1,100,000. The exact amount cannot be told until about 
the end of October. The prospect for the year to come is 
neither better nor worse than the ——_ tor general busi- 
ness. About that, each one must be his own judge. It is 
not too much to expect that the property will be self-sustain 
ing during the year to come, but it cannot be relied upon to 
diminish the floating debt of about $2,000,000, and if the own- 
ers and debtors, namely, the stockholders, have any faith in 
the value of their holding, it is better that they should ad- 
vance the money and take charge of their own — now 
than wait another year. Nothing whatever is to gained 
by waiting, but, on the contrary, there are various questions 
of policy which the company might deal with to its own 
advantage, but which a receiver has no right to consider. 

‘* Besides this, there will be nothing more to offer to cred- 
itors or to stockholders in exchange for their advances at the 
end of another year than is available now. Preferred stock 
is all we shall have, and the authority to issue these preferred 
shares has not only been granted by the legislatures of the 
various states, but has been accepted by a majority vote of 
the entire common stock. The certificates are prepared, and 
nothing remains but to place the amount and pay the debt. 
I have no doubt that a good many of the creditors will be 
glad to take these preferred shares, and it is an act of injus- 
tice to keep them without anything representing their debt, 
when they might have a certificate of stock which would 
avail them, either by sale or to borrow money upon, At 
present they have nothing but bills against a company in the 
hands of a receiver. About $1,000,000 is tied up in this 
way. 

As the dividends upon this preferred stock at the rate of 
7 per cent. per annum are cumulative by the acts of the Leg- 
islature, whenever the oy gh begins to earn in excess of 
its fixed charges they will be entitled to their back dividends 
as well as current ones at that rate. So that the preferred 
shares will bear a high price before the common shares get 
anything, for a preferred 7 per cent. stock, which is a per- 
petual obligation of the company, will be, after the earnings 
are sufficient to pay the dividends regularly, worth more 
even than the mortgage bonds, which some day will come 
due and be refunded at some low rate. Tosave any dissat- 
isfaction in the future, I think these preferred slaares should 
be offered pro rata to the common stock holders before being 
offered to the creditors, and I have no doubt this will be 
done. They cannot be issued for less than par. 

‘* It is not my province as Receiver to fix the policy of the 
corporation in funding its floating debt obligations, but as a 
director I do take a very lively interest in having it done in 
order that the Receiver may be relieved as promptly as pos- 
sible, and the property restored to its owners. 

‘I cannot see anything to be gained by waiting. No 
court can be expected to be responsible for the operation of 
500 or 600 miles of railroad indefinitely for the purpose of 
obliging stockholders. Fora certain time it might have been 
urged that stockholders could not know whether their interest 
was worth saving or not, while it is now clear that they may 
hope to have some return in the future if they are not cut 





rd a foreclosure of some mortgage. But there are 
$2,000,000 to be raised to pay the floating debt of the prop- 
erty, including a provision for all accrued interest, up 
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to Jan. 1, 1886, at which time the net earnings will 
have been sufficient to cancel every debt of the Receiver, 
including expenditures made by him for the completion of 
the second track to Willimantic. If this money is furnished 
from preferred shares, I have entire confidence that the prop- 
erty is able to take care of itself, and in time yield a return 
to its owners.” 

New York, West Shore & Buffalo.—tThe trial of 
the foreclosure suit was begun before the Supreme Court in 
Newburg, Sept. 14. A large number of counsel were 
ent, representing various — in interest. The opposition 
to the foreclosure having been substantially withdrawn by 
the agreement of reorganization, no arguments were made 


against the granting of the decree, but arguments and testi- | Rece 


mony were presented in the case of a number of intervening 
claims. The hearing of these occupied some time, and it is 
not expected that the final decree will be granted before the 
end of the week. 


North Shore.—A dispatch from Ottawa, Can., Sept. 16, 
says : ‘‘ Messrs. Hickson and Wainwright, of the Grand 
Trunk Railway, had an interview with a committee of the 
Cabinet to-day, the result of which was that an agreement 
was entered into in accordance with the terms decided on by 
Parliament, by virtue of which the North Shore line, be- 
tween Quebec and Montreal, will be transferred to the Ca- 
nadian Pacific Railway. The necessary papers are in the 
course of preparation.” 


Ohio Fal's, French Lick & Terre Haute.—This 
company has filed articles of incorporation to build a railroad 
from Jeffersonville, Ind., northwest to Terre Haute, about 
150 miles, through a country already pretty well providea 
with railroads. 


Old Colony.—The Boston Herald of Sept. 16 says : 
‘* The Old Colony Co. will offer 2,000 shares of new stock by 
auction to-morrow. The Old Colony is improving its prop- 
erty when materials are cheap, and takes advantage of the 
premium upon its stock in all new issues. The difference 
between a sale of the 2,000 shares of stock at par to the 
shareholders and at, say, $60 premium by auction, is 
$120,000. Moreover, the former method of sale would re- 
duce the market value of the stock, while the latter probably 
will not reduce it, and may advance it, although it is now be- 
lieved to be the highest-priced 7 per cent. railroad stock in 
the United States.” 


Oregon & California.—Application has been made to 
the London Stock Exchange to allow a quotation for the 
Oregon & California committee’s certificates, representing 
the first-mortgage bonds. These bonds are deposited as as- 
senting to the provisional arrangement made by the directors 
with the Central Pacific Railroad Co., by which it was agreed 
that the California & Oregon bondholders should receive 
$1,150 of new Central Pacific bonds, bearing 3 per cent. for 
two years, and 5 per cent. thereafter for each bond of $1,000. 
Shareholders are to receive for two preferred shares, upon the 
payment of an assessment of $4 per share, one share of the Cen- 
tral Pacific, and for four ordinary shares, upon the payment 
of $3 per share, one share of Central Pacific stock. The Oregon 
& California Co. has $12,000,000 preferred and $7,000,000 
common stock outstanding, so that the Central Pacific Co. 
will be called on under the agreement, should all the stock- 
holders pay their assessments, to issue $7,750,000 of its own 
stock, and will receive $690,000 in cash toward the expense 
of completing the road. 


Oregon Railway & Navigation Co.—Work was re- 
cently resumed on the construction of the Moscow extension 
of this company’s line, and at latest date the track has been 
laid from Colfax in Washington Territory, the late terminus 
of the branch, eastward to Iiman, 18 miles. There re- 
main 1014 miles more of track to be laid to finish the road to 
Moscow, and it is expected that the branch will be in opera- 
tion to that point early in October. The town of Moscow is 
in Idaho, just over the Washington territory line. 


Pennsylvania.—The working time in all the shops 
has been reduced to eight. hours a day for five days ina 
week. There is not much new work now in progress in the 
shops, and the repairs are well in hand. This reduction of 
time indicates a purpose on the part of the company to re- 
duce expenses as much as possible. 


Philadelphia & Reading.—The trustees under the 
plan of reorganization held a meeting in Philadelphia, Sept. 
11, but transacted no business, except to elect Mr. John B. 
Garrett, Chairman of the board of trustees, and Mr. William 
O’Brien, Secretary, and to adjourn until the next week. 

Mr. E. Dunbar Lockwood, one of the Bartol Committee, 
has addressed to Mr. John B. Garrett, Chairman of the 
trustees, an open letter setting forth certain facts about the 
road’s financial condition and pointing out the work neces- 
sary to be done to save the property from foreclosure. 
Among his suggestions are the following : 

‘1. The trustees should recognize promptly and unequivo- 
cally that the Reading Railroad Co. is tome og and has not 
sufficient available assets to meet its obligations. 

‘2. Two dollars of obligations cannot be paid with one 

dollar and a half of assets, and the sooner all persons inter- 
ested in junior securities, stock and floating debt, recognize 
this fact and agree toscale both principal and interest suf- 
ficient to meet the obligations of the company and put it 
upon a strong financial basis, with sufficient working capital 
to enable it to conduct its future business economically, the 
better it will be for all concerned. 
_ ‘* 3. The trustees should look only at the facts as they exist, 
ignoring the past except for the lessons it has taught, and, 
while endeavoring to rehabilitate the road, also bring it into 
harmonious relations with its adversaries, to the end that im- 
mense losses which have already been incurred by the failure 
of such relations may be hereafter avoided. 

‘4. The trustees should consider the problem as to how to 
reorganize the affairs of the road precisely as business men 
consider the matter of the settlement of the affairs of a bank- 
rupt firm. The question at once presents itself, Is it best that 
the company should continue in business, or should it be 
wound up ?’ 

_In his reply to this letter Mr. Garrett calls attention to the 
difficulties to be overcome in the rehabilitation of the Read- 
ing properties. The  ongong annual fixed charges, he says, 
are $16,750,000, and the net earnings of the current fiscal 
year cannot exceed $12,000,000. He continues: 

‘‘ Were the Philadelphia & Reading Railroad Co. solvent, 
no argument could possibly controvert the obvious duty, 
legal and moral, to fulfill to the letter the terms of every 
contract, however unprofitable and burdensome. Now it is 
simply impossible, Twelve millions of revenue will not pay 
17 millions of obligations. Shall the bond and stock wind 
of a leased line insist upon their 5, 6, or 7 per cent., accord- 
ing to contract, as though their debtor were solvent, and irre- 
spective of equally just claims of. others? Except as parts 
cf the Reading system, many of these would be destitute of 
all profitable traffic. They are without rolling stock and 
without an administrative organization. Can companies so 
— ited aah Nib So their own ort only, to aid or risk 
a disruption of the i m ? eir participation in 
any effective scheme for retigk ie absolutely oential If it is 
notaccorded willingly, one alternative only remains—that the 


gospetiee covered by the railroad morteoas be sold under 
oreclosure and so freed from legal liability to lessor com- 
fies.” 

Mr. Garrett concludes by saying that in his judgment no 
reorganization will be final that does not insure, ‘‘ (1) The es- 
tablishment of credit; (2) the intrusting of the management 
to an interest having an actual equity in the property and 
just expectation of pecuniary return from it, and (8) har- 
mony with os lines, coupled with due regard to the 
rights of the public.” 

he Receivers’ cash statements for July, as audited by the 
Master, are as follows : 














Railroad Co. Coal & Iron Co, 

Cash on hand July 1.. ..... ees $137,021 $1,634 
Pvclasibascive uaiae 966,612 1,589,791 
inks naeckaotentwedngees $3,103,633 $1.591,425 
NR kcvncne a8inese..2e 2.937, 1,590,889 
Balance, Aug. 1.... .....-. 166,240 $536 


This statement, it must be remembered, does not give the 
apr but only the actual cash receipts and payments as 
by the Receivers’ cash books. 

The Master, to whom was referred the petition of Charles 
Whelen and others, holders of adjustment scrip, for an order 
to direct the trustee to sell the income mortgage bonds 
yy as security for that scrip, has reported against grant- 
ing the petition. The trust, he says, is discretionary, and it 
would now be impossible to sell the bonds without great loss. 
Exceptions to the report have been filled. 


Pitsburg, Fort Wayne & Chicago.—There was a 
strike of the switchmen in the Chicago yards of this road last 
week, which lasted only two days, and was then terminated 
by the company giving way, the Division Superintendent 
admitting that the demands of the men were not unjust. 


Raleigh & Augusta Air Line.—Three lines have 
been surveyed for the proposed branch from Moncure, N. C., 
to Pittsboro, but the permanent line has not beentlocated. 
The branch will be about 10 miles long, and will be built by 
convict labor. 


San Antonio & Aransas Pass.—It is understood 
that the articles of incorporation of this company will be 
amended so as to provide for the extension of the road from 
San Antonio northward to Waco, and provision will also be 
made for a branch to connect with the Corpus Christi Division 
of the Mexican National road. 


Sheffield & Birmingham.—Mr. R. G. Hervey, late of 
Terre Haute, Ind., who bought and neni, (ne to complete 
this road, took possession Sept. 1. The is partly graded 
from Sheffield, Ala., southward to Birming , and 15 
miles of track were laid some time ago. The engineers have 
now begun the work of locating the remainder of the line 
to Birmingham, and the intention is to let contracts for each 
section as fast as the location is completed. 


South Pennsylvania.—The Philadelphia Times of 
Sept. 12 says: ‘‘ The South Pennsylvania ilroad will be 
built, and it will be built in the near future; but it will not 
be until the need of it necessitates its construction. It is a 
supreme necessity to the development of the southern border 
of the state, where the products of the field, the forest and 
the mine call for railroad facilities; and the movement of 
the Vanderbilt syndicate to build it asa link in a new trunk 
line will hasten the construction of the road, regardless of its 
abandonment by the original projectors. The Vanderbilt 
scheme is abandoned, and that abandonment is final, with- 
out regard to the issue of the litigation instituted by the 
Attorney-General; but the Vanderbilt effort for a southern 
line in the state and the money expended on it have awak- 
ened not only the people individually interested as residents 
of the southern counties, but the public generally to the im- 
portance of the line, and its construction is assured, and 
——- within the limitation enforced upon the South 

ennsylvania corporation.” 


Texas & St. Louis.—The Receiver reports his total re- 
ceipts for the quarter ending June 30 at $273,174. The 
disbursements tcr the same period were $220,718, leaving a 
balance of $52,456 on hand. g 

Argument was heard in the Court last week on a claim for 
certain cars furnished the road. The Receiver inte 
the plea that the cars were defective and that the claim is 
not a prior lien upon the road. 


Toledo, Cincinnati & St. Louis.—The bondholders 
have withdrawn formally the objections made by them to the 
appointment of John McNulta as Receiver in place of Mr. 
Craig. They have also filed an application to the Court for 
an order to permit the Receiver to procure terminal facilities 
for the road in St. Louis. 

In the case of Charles L. Willard against David B. Paul, 
trustee, to inforce a sale of the rolling stock on the Toledo, 
Cincinnati & St. Louis Railroad, additional papers were filed 
in the United States Circuit Court, at Philadelphia, Sept. 11, 
and upon their presentation Judge Butler made a decree 
authorizing the trustees to sell the cars at public sale, at 
Toledo, O., insuch lots as should be deemed advisable, after 
three weeks’ notice by advertisement. The decree contained 
certain conditions to govern the sale, and directed the trustee 
to — to the court before making a distribution of the pro- 
ceeds 


Troy & Greenfield.—The Boston Advertiser of Sept. 
12 says: ‘‘ A Troy dispatch says that President Phillips of 
the Fitchburg has informed President Robinson of the Troy 
& Boston that under the sixth section of the Gleason bill the 
Governor and Council have power to extend the time beyond 
Sept. 1 in which a company may be formed to acquire and 
operate the Hoosac Tunnel. There must be some mistake 
about this. The time for the formation of a new company 
is limited in section 1. ion 6 gives the Governor and 
Council power to contract ‘with any railroad corporation 
which has acquired as hereinbefore provided, or is in lawful 
possession and control, of a continuous line of railroad, in 
the condition in which said railroad now is or may be at the 
time of the acquisition, from an eastern terminus in Boston, 
Somerville or Cambridge, to a connection with the Troy & 
Greenfield Railroad,’ ete. From acareful reading of this it 
is seen that the Fitchburg Railroad Co. is now the only com- 
pany with which the Governor and Council have any author- 
ity to contract for the sale or consolidation of the tunnel. It 
is too late to form a new company, and the Fitchburg is the 
only one in ‘lawful possession or control of a continuous 
line’ within the limits named. So it would appear that, 
instead of this company having gone to sleep and lost its 
great opportunity, it has only kept quiet until others let their 
only possible chance slip, and now the commonwealth must 
agree with the Fitchburg or keep its elephant—at least until 
next year.” 


Union Pacific.—Nothing further has been made public 
about the arrangement for funding the floating debt 
mentioned last week. ory to state it briefly, that the 
ane oad sells about $3,000,000 worth of bonds owned by it 
and heretofore carried as floating assets (what particular 
bonds these are is not stated; but it would ap; from the 
last annual report that they must be inly the Kansas 





Pacific consolidated bonds); also the company borrows for 
three years another $3,000,000 on pledge of $4,000,000 St. 





Joseph & Grand Island first mortgage bonds guaranteed by 
the Union Pacific. The Boston Tra nscript, which usually 
has the best information on Union Pacific affairs, says of the 
negotiation : 

** We believe these to be facts, although we have no author- 
ity therefor: 

‘* First—That Messrs. Lee, Higginson & Co. and Kidder, 
Peabody & Co. have purchased of the Union Pacific Railway 
Co. the $3,000,000 of bond assets usually appearing in the 
Union Pacific’s floating debt statement. These were stated 
in the last quarterly report of the Union Pacific as of the 
value of $3,167,461, June 30, 1885. 

‘* Second—That $3,000,000 held by Mr. Fred L. Ames, as 
trustee of the land grant, has been deposited in a trust com- 
pany in New York upon interest at 244 per cent. 

‘Third—Thatthe Union Pacific Railway Co. has borrowed 
of the same trust company, at 34¢ per cent., $3,000,000 for 
three years, upon $4,000,000 of St. Joseph & Grand Island 
first mortgage 6 per cent. bonds as security, with an option 
of prepayment. 

‘** Fourth—That the Union Pacific is now 
or prepay all of its outstanding notes, whic 
months ago to above $7,000,000. 

‘* Fifth—That the Union Pacific Railway Co. is now in no 
danger by reason of its floating indebtedness.” 

It is ——— that a general strike of the Knights of Labor 
employed on this road will be ordered very shortly, unless 
the company consents to discharge the Chinese laborers em- 
ployed at its coal mines. 


Wabash, St. Louis & Pacific.—The statement to the 
Ohio Railroad Commissioner for the year ending June 30 
gives the following figures : 


Paes to pay 
amounted two 





1884-85. 1883-84. Tne, or Dee. Pc. 

Earnings ...... .... $16,123,525 $16,170,406 D. $46,881 0.3 
Expenses ......... 13,851,524 12,639,746 I. 1,211,778 90.6 
Net earnings .... $2,272,001 $3,530,660 D. $1,258,659 35.6 


The statement does not give the payments from net earn- 
ings. The net unfunded debt reported is $12,185,511, an 
increase of $4,020,096 during the year. 

The road carried 3,910,693 passengers, and 6,285,264 tons 
of freight, grain and flour furnishing 32 per cent. and coal 
21 per cent. of the total tonnage. 


Wolf & Wisconsin Rivers.—This company has been 
incorporated in Wisconsin to build a railroad from Florence 
in that State to Abbottsford on the Wisconsin Central. It. is 
intended to develop a section of Jumber country, and the in- 
corporators of the road are all interested in lumber property 
along the line. 








ANNUAL REPORTS. 


The following is an index to the annual reports which have 
been reviewed in previous numbers of the current volume of 
the Railroad Gazette : 
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Alabama Great Southern....... 358 Louisville & Nashville 
Allegheny Valley....... enesee 559 Maine Central... ... ......-.... 
Alliance, Niles. & Ash..........576 Marquette, Hough. & Ont.277, : 





Ashtabula & Pittsburgh.... 5 
Atchison, Top. & Santa Fe.1€6, 262 
Atlantic & Pacific..............- 448 
Atianta & West Point.... - 


asillon & Cleveland...... 
emphis & Charleston .... 
exican Central 


ichigan Central...... ........205 
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~ 
Baltimore & Potomac.......... Mil., Leke Shore & Western... .26% 
Relt Ry., of Chicago............ 431 Minneapolis & St. Louis........511 
Boston, Concord & Montreal.. 342 Missouri, Kansas & Texas... .628 
Boston, Hoosac T. & West.151, .60 issouri Pacific......... 87, 528 
Boston & Lowell. ...........se++ 22 Mobile & Girard...... ........ 406 
Brunswick & Western.......... 101 Montpelier & Wells River...... 480 
Buffalo, N. Y. & Phila 58 Natchez, Jackson & Col......... 71 
Camden & Atlantic ..... 167 





New Brighton & New Ceéstle... 576 








Canadian Pacific. . 407 New Castle & Beaver Vy....,...5.6 
Carolina Central ...310 New Haven & Northampton... 82 
Central Iowa.. ... .. 215 N. Y.,Chicago & St. Louis.151, #11 
Central Pacific....... 128, 464 4740 N.Y. & Greenwood Lake...... 407 
Central Vermont............-.. 342 N.Y.,N. Haven & Hartford.... 7 
Charlotte, Col. & Augusta......384 N. Y., Ontario & Western....... q 
Chartiers............ «. 448 N. Y., Pennsylvania & Ohio....407 
Chesapeake & Ohio. N. Y. Providence & Boston.... 71 
Chesapeake, Ohio & N. Y. Railroad Commission.... 31 
aaa = N. Y., Susquehanna & Wes’rn..359 
Chicago & Alton.........-....... 33 N. Y., West Shore & Buffalo... 7 
Chi., Burlington & Norfolk & Western.. ... ...86, 311 
Chi., Mitwaukee & + Northeastern (South Carolina), 151 
Chi. & Northwestern .......... Northern Central...... ...... ..135 
Chi., Rock Island & Pac...324,432 Northern (New Hampshire)... 325 
Chi., St. Louis & Pittsburgh....544 Northwestern Ohio.... ........ 576 
Chic. & Western Indiana....... 431 Ogdensburg & L. Champlain. 47% 
Chi. & West Michigan...... .. 502 P. 


‘ acific Mail Steamship Co..... 348 
Cin., Hamilton & Dayton....... 407 54 


: Pana’ 
Cin. & Muskingum Valley.. .. 


ma © secsce 
Pennsylvania Company.. 










Cin., N. Orleans & Tex. Pacific.1x3 Pennsylvania & New Yor 464 
Cleve., Col., Cin. & Ind......... 213 Pennsylvania Railroad......... 150 
Cleve., Lorain & Wheeling.....342 Peoria, Decatur & Evaus.......214 
Cleve. & Pittsburgh... .... ..576 Petersburg ..........----sse0ees: 183 
Columbia & Greeuville .... Philadelppia & Reading.. 7, 53 
SEE ces + weennesaseanine Phila., Wil. & Balt more... .199 


Conn. & Passumpsic Rivers 
Connotton Valley.... 
Cumberland Valley 560 
Del. & Hudson Canal Co...101, 343 
Del., Lacka. & Western........ 134 
Denver & Rio G-ande.. . 432 
Eastern R. R. Association : 
East St. L. & Carondelet .. 








lleghan) 


Richmond & 









Eliz , Lex. & Big Sandy..... 5 Rich. & West Pt. Term 
Erie & Pittsburgh .............+ 576 Rochester & Pittsburgh 
PE cnnnectbonsssssesee-ooe 23 Rome, Wat. & Ogdensburg.... 7 
Flint & Pere Marquette..... |. eer arere 47 
Fort Worto & Denver City St. L., Alton & Terre Haute... .480 
Galveston, Houston & Hen St. L., [ron Mountain & So..... 
Georgia Pacific St. L. & San Francisco..........343 
©eorgia Railroad St. L., Vandalia & Terre Haute. 198 
pegeaeecess eeossoce St. Paul &Duluth...............194 


St. Paul, Minn. & Manitoba. 









Han. Junc., Han. & Gettysb’g.391 Savannah, Florida & West....204 
Hartford & Conn., Western..... 71 Seaboard & Roanoke........ 205 
OF 167 Shenandoah Valley...........:. 480 
Huntingdon & Broad Top Mt...101 South Carolina......... ... .... 183 
filinois Central.............. 53, 1384 Southern Pacific (Cal )......... 358 
Indianapolis & Vincennes....576 Terre Haute & Indianapolis. ...1le8 
International & Gt. Northern Terre Haute & Logansport..... 198 
_ See Texas & New Orleans...... 200247 
Jeff., Madison & Indianapolis.576 Texas & Pacific esesseeedR7, 627 
Kan. City, Ft. Scort & Guif....512 Toledo, Aun Arbor & N. Mich.204 
Kan. City, Spring & Memphis..512 Troy & Greenfield.............. 407 
Kentucky Central.. .. .... 214 Union Pacific 19 


Lake Shore & Mich. So Li 204, 310 









Utica & Black River 
Vicksbu ° 
. 28 ws Virginia 2 
ja 8 Western North Carolina....... 247 

Little Rock & Fort Smith. ....544 Wiimington & Northern.......479 
Long Island............ ..- . 21 Wisconsin Central........ 33 
Louisiana & Mo. River .. .... £ Worcester, Nashua & Roch....... 7 
Louisiana Western ..........-.- York & Peachbottom............ 





St. Paul, Minneapolis & Manitoba. 
The mileage owned and ant by this company at the 
close of its last fiscal year, June 30, 1885, was as follows: 


Miles. 

St. Paul, Minn., to Manitoba boundary.................. 390.98 
Minneapolis Junction to Breckenridge.................. 205.05 
Breckenridge Junction to boundary..............+.6.-.+. 207.57 
ORIG 6. Saks ccknss cee ~ecbseterncuesvesve 7.09 
Dae radicnccc spocncenes cvcspbessccccaseneso cteses 1,470.69 


The average worked last year was 1,459 miles. Of the road 
worked 983.76 miles are laid with steel. There are 25.94 


miles of second track and 203.13 miles of sidin Of the 
road worked 978.43 miles are in Minnesota and 492.26 in 
Dakota. 

The equipment consists of 201 locomotives; 86 passenger, 


19 sleeping, 11 combination, 44 baggage, mail and ress 
cars; 8,403 box, 50 stock, 1,300 flat and coal and 110 ca- 
boose cars; 8 business and pay cars, 9 derrick and tool and 
84 dump cars, 2 steam shovels and 1 pile-driver, 
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The general account, condensed, is as follows: 











co Aa es Sh it ae oy: $20,000,006 
Ue cre gt cee cias> ceceken .codsacncoccuans 32,436,000 
ve. SES a ee rey aro 170,741 
eR Br ar a Ee 1,493,195 
Fund for improvement and renewals.......... -- .--- 689. 
PHORG GRE BONN, MIND E bis00550'6s ches ccnt vase dediavae 1,662,918 
ee od eich denies hitie bu Riki dd! damental $56,452,514 
Road, equipment and lands... .. ......... $53,279,180 
ee ie Ny ee NS Beer re rree 882,217 
Other property and securities.......  ..... 2,526,823 
Bonds held for reserve fund. ...... ...... 931,400 
SRS. cistrislcl oka. Seas bs daah. cankaones 422,574 
Accounts and balances........... «+. sss 287 675 
CORR ican <9 tis ar Seas eae gt coin eens 772,645 
ob rae g Po aN tne . $59,102,514 
Less land grant bonds redeemed... 2,650,000 





56,452 514 

The funded debt includes $5,350,000 land grant firsts ; 
$8,000,000 seconds ; $366,000 old St. Paul & Pacific bonds; 
$5,676,000 Dakota Extension and $13,044,000 consols. The 
ouly change during the year was the issue of $1,068,000 
new consols, 

The bonds held for reserve fund include $901,000 consols 
and $30,400 Todd County (Minn.) bonds. 

The report says: ‘* Last year attention was called to the 
necessity of a fund for permanent improvements, replace- 
ment of iron with steel, new equipment, and other extraor- 
dinary expenses. With a view of carrying this into effect, 
the directors unanimously resolved at their meeting in 
October, 1884, to reduce the quarterly dividend from 2 per 
cent, to 114 per cent.” 

Land sales for the year were 65,556 acres (at an average 
of $4.84 per acre) and 232 town lots, the total sales amount- 
ing to $380,946. Cash receipts were $408,901 and expenses 
$277,608, leaving a balance of $131,293. The company 
holds 2,731,849 acres unsold, and also land notes amounting 
to $682,732 principal and $13,931 interest. The report 
says : 

‘** The total number of sales during the year was 831, an 
average of about 79 acres to a purchaser. 

‘Reports from the government land offices at Crookston, 
Minn., and Giand Forks and Devil’s Lake, Dak., show an 
aggregate of 6,964 pre-emption, homestead and timber cul- 
ture entries made in those districts during the past year, rep- 
resenting an area of 1,074,849 acres. The pre-emption and 
homestead entries indicate the actual settlement and repre- 
sent at least 5,000 new farms and an added population of 
some 15,000 new settlers on the public domain in the dis- 
tricts served by our road.” 

Earnings for the year me = 

2. 














1884-85. 1883-84. Inc. or Dec. P.c 

DUCE sin naescives $6,013,050 $6,114,460 D. $101.410 1.7 
Passengers .......... 1,395,797 1,662.431 D. 206,634 16.0 
Mail and express..... 221,479 216,220 I. 5,259 2.4 
Rents, G06... oscars 145,838 263,757 D. 117,919 44.6 
WUE oo csceteccenrs $7,776.164 $8,256,868  D. $480,704 58 
Expenses..... . .. 3,509,927 3,929,393 D. 419,466 10.7 
Net earnings $4,266,237 $4,327.475 D. $61,238 1.4 
Gross earn, per mile. 5,330 5,99% D. 662 11.0 
Ne = sa, ee 2,924 3,140 D. 215 6.9 
Per cent. of expenses. 451 47.6 PD. Re si: 


Expenses include taxes, which were last year $194,209, o 
2.5 per cent. of gross earnings. 

Renewals included 11.17 miles of new steel rails and 156,- 
697 new ties. The work of laying down steel rails and new 
ballast was in progress at the close of the year, rails for 72 
miles being on hand. . 

The work of reducing grades and improving alignment has 
been continued, and the change of about 35 miles of road 
will now reduce grades on all the lines toa maximum of 31 
ft. to the mile. 

The new shops at Barnesville were finished and occupied; 
many improvements were made to stations, and a number of 
new buildings put up. 

While the winter was very cold there was comparatively 
—_ snow, and less expense than usual in keeping the tracks 
clear. 

The result of the year was as follows: 


NOE COPIA OU BUN cok icescas nos. oseee.nneaeebecete $4,266,237 
Revenue from other 8 urcesS.......... ....seeeseeecees 66,283 
RAE SEE ees iscewEsace ca sicscccnsy soegreees6 131,293 





POUR. 55% DP etsd ace anenhevan sicansamaneensd $4,463,813 
eee Dnimenh accion $1,980,280 
Transferred to sinking fund, Land Dep't. 131,293 
Dividends, 614 per cent............. - .«. 1,300,000 

—_——-_ 3,411,573 

SE onc sekncea: oct. seviseds laeive $1,052,240 

MGMRREOGy HOU Wy INS ia os nineties cbedasnascccasacces. cose 610,678 


Balance, June 30, 1885 $1,662 918 
Four quarterly dividends were paid, one of 2 and three of 
114 per cent. each. The report says: ‘‘ The rent of leased 
lines has been reduced by termination of the lease of line 
between Sauk Rapids and Minneapolisto the Northern Pa- 
cific Railroad Co., and revenue from other sources has been 
used to a considerable extent to reduce the valuation hereto- 
fore placed on various properties belonging to the company.” 
President Hill’s report says: ‘‘ The new ass built during 
the year amount to 70.40 miles, as follows: 31.43 miles, 
Portland, Dak., to junction east of Larimore; 34.78 miles, 
junction west of Larimore to Park River, and 4.19 miles, 
Mayville to Mayville Junction. 

‘The line from Portland and Mayville north to junction 
east of Larimore (35.62 miles) is laid withsteel, and the line 
north from junction west of Larimore (34.78 miles) is laid 
with iron rails. 

‘The extension from Portland and Mayville, via Lari- 
more, to Park River, was completed and open for business 
to Larimore, Aug. 11, 1884, and to Park River, Sept. 1, 
1884. The amount of traffic from this line fully confirms 
the desirability of its construction as intimated in previous 
report, and a further extension will soon be necessary to ac- 
commodate the growing district beyond the present end of 
thisline. * * * * 

‘* Sept. 1, 1884, the facilities furnished by the Minneapolis 
Union Railway, at Minneapolis, were so far completed as to 
be available for temporary use, and the baggage and emi- 
grant rooms were occupied upon that date as the company’s 
passenger station. The main passenger station was com- 
pleted and has been in use since April 27, 1885. The charac- 
ter and convenience of these facilities are substantial and 
first-class and are sufficient for the wants of this company 
and others using the same for years tocome. The central lo- 
cation of this station has since its use. largely increased the 
local passenger business between Minneapolis and St. Paul. 

‘* The reduction-in our tariff, which was made vious to 
the movement of the crop of 1884, has peouiell in a still 
further reduction of the average rate received per ton per 
mile, and a consequent reduction in the gross earnings of the 
year; the figure for the year just ended being 1.52 cents per 
ton per mile, as against 1.79 cents the previous year. Follow- 
ing are the comparative rates per ton per mile for the last 
four years: 1882, 2.51; 1883, 1.91; 1884, 1.79; 1885, 1.52. 

‘* The movement of grain during the season, being the 
crop of 1884, fully justified the expectation noted in the last 
annual report, 





‘* Owing to the practical completion of the Canadian Pacific 

North Shore line, the through traffic from Canada to 
Manitoba and the Northwest Territory, via American lines, 
has, to a large extent, been diverted to the lines of the 
above-named company; but the loss of this business has 
been substantially made up by the increase of our local 
traffic. 
» ‘* The movement of west-bound freight has been consider- 
ably diminished by the general depression in business, from 
which we have suffered in common with other sections of the 
country, but the movement of traffic east-bound shows an 
increase of nearly one-third over that of the previous year, 
clearly pointing toa continued further development of the 
country served by our lines. 

‘* The falling off in passenger revenue, as compared with 
last year, is equivalent to 16 per cent. ; but while this decrease 
is noted, the statistics show that more passengers have been 
carried than in any previous year, there being an increase 
this year over last of 4 per cent. This increase is in 
local traffic entirely, and results in the reduction of 
the average distance traveled by each passenger and the 
average amount received from each passenger carried. 

‘* At the date of this report our advices are that a very 
large area of new land is being put in condition for the crop 
of 1886. The increased attention noted in last report that 
was being given to mixed farming and the raising of cattle 
and hogs in the country reached by the company’s lines has 
been greatly stimulated by the low price of grain during the 
past year, and the statistics show a large increase in this 
branch of the company’s business. 

‘** The policy of the company in acquiring ample terminal 
facilities at all important points and providing convenient 
freight and transfer yards has been continued. Particular 
attention is called to the fact that our yard, passing and side 
tracks now amount to 203 miles, enabling us to handle our 
traffic with economy and promptness. 

‘** The movement of traffic between points upon the lines of 
this company and the head of Lake Superior under the traffic 
contract with the St. Paul & Duluth Railway between 
Hinckley and Duluth has shown each year a marked increase, 
and the fact that Duluth furnishes a higher market for the 
spring wheat raised in the Northwest than either Chicago or 
Milwaukee, has made it necessary for us toown and control 
sufficient terminals to accommodate our business at that 
point. For this purpose we have purchased at West Superior 
a large tract of land conveniently situated for the location of 
elevators, warehouses, coal and other docks and the necessary 
room for freight yards, round-houses, etc. This land is well 
located, adjoining the tracks of the Lake Superior Terminal 
& Transfer Co., in which this company owns an interest, also 
the tracks of the Northern Pacific and Omaha railroads, and 
can be readily improved at a reasonable cost. The board of 
directors recommend the immediate erection of one or more 
elevators on this ground, to be either owned or controlled by 
the company.” 





Detroit, Lansing & Northern. 


This company operates a line from Detroit, Mich., to How- 
ard City, 160.60 miles, with branches from Kiddville to Bel- 
ding, 1.67; Stanton Junction to Big Rapids, 63.30; St. Louis 
to Lake View, 35.30; a total of 260.87 miles. There are 
71.32 miles of sidings and lumber spurs. The report is for 
the year 1884. 

Of the main line three miles, from Detroit to Grand Trunk 
Junction, and one mile, from Lansing to North Lansing, are 
leased from the Michigan Central Co. 

The general account is as follows, condensed : 
CRS icc Se cate caeceedguenes: uke sae nena 


$1.830,100 
Preferred stock 


2,510,000 


Leer ree ey he . 3,733,090 
Bills, accounts and balances payable.... .............. 298,577 
PCBs cre. oes Gigeicarbese Labsaare esuvace 123,136 
scan cnns ook chat nk chetaeacdsokustaeesetanene $8,494,813 
Road and equipment.............--.+- see $7,950,204 
I oink: aatieeexdvcakee Kha meaens 156,691 
IE oi 7): Wa csa shar acs ee boas bhevdaeennce 43,163 
Accounts and balances . ...........-sse00- 177,927 
RE is penn cgnnackentée, 6% pi demons a ache bee 166,82 
8,494,813 








Common stock includes $4,500 Saginaw & Western stock. 
The funded debt includes $2,487,000 Detroit, Lansing & 
Northern 7s: $770,000 Ionia & Lansing 8s and $476,000 
Saginaw & Western 6s. It was increased by 331,000 Sagi- 
naw & Western bonds. 

The traffic for the year was as follows : 














Train miles: 1884. 1883. Ine. or Dec. P.c: 
Passengers........... 437,806 433,543 I. 4,263 0.9 
rer 539.464 732,898 D. 173,404 23.7 
Service and switch... 298,990 380,036 D. 81,046 21.3 

. 1.296,260 1,546,447 D. 250,187 16.2 

1,463,062 1,455,621 I. 7.441 0.5 

Freight car miles.... 8,657,960 10,180,948 D. 1,522,988 15.1 
Passengers carried... 622,055 700,834 D. 78.779 11.2 
Passenger-miles...... 14,869,726 17,130528 D. 2,260,802 13.2 
Tons freight carried. 517,187 646.864 D. 129,677 20.0 
Ton-miles..... ....51,278,135 61,752,236 D. 10,474,101 17.0 

Av. train load: 

Passengers, No...... 34.0 40.0 D. 60 15.0 
Freight, tons.... .... 91.7 84.0 I, 77. OS 

Av. rate: 

Per pass.-mile... 2.560 cts. 2.640cts. D. 0.080ct. 3.0 
Per ton-mile.... ... 1.738 “* 1.761 “ D. 0.023 * 1.3 


Locomotive service cost 17.5 cents per mile run. The 
earnings per revenue train-mile were $1.33; expenses, 
$0.87 ; net earnings, $0.46, the same as for the previous 














year. 

The earnings for the year were : 

884. 1883. Tne. or Dec Pc 

ee $893,444 $1,090,015 D. $196,571 18.0 
Passengers....... 380,338 45 2,778 D. 72,440 16.0 
ee 54,810 53,652 1. 1,158 2.1 

ee $1,328,592 $1,596,445 D. $267,853 16.8 
Expenses ........ 865,270 1,058,577! D. 193,300 18.2 

Net earnings... $463,322 $537,875 D. $74,553 139 
Gross earn. p’r m. 5,093 6,139 Dd. 1.046 16.8 
Net earn. per m. 1,77 2.068 D. 292 13.9 
P. c. of exps.... 65.1 66.3 Dd. 1.2 = 


The reduction in earnings was due entirely to general de- 
pression in business, and especially in the lumber business, 
which is an important one on this road. 

The result of the year was as follows : 








ee I OE SUD, 58. 5c dcc chs doe hs ¥ bas pannaas sane $163,322 
ac cahadssass ccdocaedsedbesaeveah $265,894 
IN ac cuavdbncg cian darebceeed sen enh 230,465 
——._ 496,359 
I NN. oo. dco ane Sas awase Wa) -sses, 30s $33,037 
NENG AE SE 25. ah aGnnhnsesasvedscscaniacdaass 68,32 
Balance, surplus, Dec. 31, 1884...... uebbenideieinn $35,287 


The dividends paid were 7 per cent. on the preferred and 3 
per cent. on the common stock. 

Expenses include the cost of 860 tons of steel rails; 92,415 
new ties were laid and 50.64 miles of track ballasted. v- 
eral new buildings were erected, and the road-bed and equip- 
ment well maintained. 

The directors’ report says: ‘‘ The earnings of the first six 


months of the year warranted the dividend of 3 per cent, 
upon the common stock of the company, which was declared 
by the board in August, in the full expectation that the last 
six months would show a similar result; but the sudden 
prostration of the lumber business tributary to the road 
made this an impossibility. A revival of the business should 
again place this stock upon a dividend-paying basis.” 





Burlington, Cedar Rapids & Northern. 


At the close of the year 1884 this company owned lines from 
Burlington, Ia., to Albert Lea, Minn., 253; Linn, Ia., to 
Postville, 94; Vinton, Ia., to Worthington, Minn.. and 
Watertown, Dak., 435; Muscatine, Ia., to Riverside, 31: 
Iowa City to What Cheer and Montezuma, 73: Iowa City to 
Clinton, 81; Junction to Decorah, Ia., 23; a total of 990 
miles, being an increase of 276 miles during the year, as 
noted in detail below. 

Of the main line, 11 miles (Manly Junction to Northwood) 
are leased from the Central Iowa Co. The 1214 miles from 
the Iowa line to Albert Lea are nominally the property of 
the Minneapolis & St. Louis Co., while 386 miles are owned 
by the Cedar Rapids, Iowa Falls & Northwestern, 73 miles 
by the Iowa City & Western, 81 miles by the Cedar Rapids 
& Clinton, and 23 miles by the Chicago, Decorah & Minne 
sota; but these lines are really the property of the Burling- 
ton, Cedar Rapids & Northern Co., and their cost is included 
in its capital account. 

The equipment consists of 96 locomotives; 28 passenger, 2 
chair, 12 combination and 14 baggage, mai] and express 
cars; 3,149 box, 20 refrigerator, 113 stock, 666 flat and coal 
and 69 caboose cars; 1 directors’ car, 1 pay car, 12 service 
cars and 8 snow-plows; 224 hand and rubble cars. 

The general account is as follows, condensed: 





Stock (fixed $30,000,000) issued ..................000005 $5,500,000 
I occ ng, ain Salama Sate baicnwe oetaike RewwSe 14,630,000 
EI ins bo. ees te obs Kk aSbe Veen eadiad KeWinodee 226,847 
Additions, improvement and equipment..... ........ 2,656,044 
SESS Cave uew cebnes Kavccnc ben eei os6senes cieedebes 1,021,438 
SC OTT A CEES ATER TTT $24,034.329 

Cost of road and equipment............... $14.491,828 


Cost of leased lines 7,946,670 


Improvement, equipment, etc............. 84,634 
SD MI yo ocunis os sine baa, aces, weseaye 573.663 
Assets, cash, accounts receivable, etc..... 696,948 
area eee 240,586 
——- 24,034,329 


The funded debt includes $6,500,000 first mortgage 5s; 
$150,000 Minneapolis & St. Louis 7s; $584,000 Iowa City & 
Western 7s; $825,000 Cedar Rapids, Iowa Falls & North- 
western 6s and $4,968,000 in 5s; $1,200,000 Cedar Rapids 
& Clinton; $348,000 Chicago, Decorah & Minnesota and 
$55,000 consolidated bonds. The three issues last named 
and $3,063,000 Cedar Rapids, Iowa Falls & Northwestern 
5s were added last year, making a total increase of $4,666,- 
000 in the funded debt. 

The traffic for the year was as follows : 











Train miles : 1884. 1883. Inc. or Dec. P.c. 
Passenger... 828,725 773,924 I. 54,8) y gl 
es 1,617,856 ,537.224 I 80,632 5.3 
Service and switch 327,139 232,304 I 94,835 40.9 

es 2.773.720 2,548,452 L 230,268 9.1 
Pass. carried..... 556,029 550,054 L. 5.974 1.1 
Passenger-miles .. 26,214.965 28,181,968 D. 1,967,003 7.0 
Tons freightcar’d. 1,888,986 1,628,688 I 260,298 16.0 
Ton-miles . .. ...198,197,693 164,974,822 I. 33,222,871 20.0 

Av. train load: 

Passeogers, No... 31.6 36.0 D. 44 12.2 
Freight, tons..... 122.5 109.0 I. 13.5 124 
Av. rate: 
Per pass -mile ... 2.544 cts. 2.323 cts. I. 0.221ct. 9.5 
? + net. 0.481 “ .428 Zs 0.053 ** 192.4 
Per ton-mile...... iia * 1.411 “* D. 0.203 20.7 
= i net... 0.376 “ 0.477 * D. €2310“ ms 
Locomotive service cost 18.18 cents per mile run. Freigh 


tonnage and ton-miles include company’s freight (879,399 
tons carried 17,165,395 miles last year), but the average 
rate is on revenue freight only. 
The earnings for the year were: 
1884 1883. 




















‘ Ine. or Dec. P.c. 
ere ree $2,024,175 $2,117,949 D. $93,774 4.4 
Passengers ... ........ 666,922 654.746 I. 12,176 19 
Mail and express....... 101,163 86,66) I 14,503 16.7 
Ere 4,200 12 Rut eepuile ‘be 

Es xc cbninsivaneens $2,796,460 $2.863,555 D. $67,095 2.3 
Expenses.............. 1,917,769 1,968,177 D. 50,408 2.6 

Net earnings......... $878,681 $895,378 D. $16,687 1.9 
Gross earn. per mile... 3,613 4,081 D. 468 11.2 
Net - 6 sa 1,135 1,276 D. 141 11.3 
Per cent. of exps ...... 68.5 68.7 D. 0.2 


of steel rails and 170,598 
There were 4114 miles of track ballasted during 


Renewals included 5,323 tons 
new ties. 
the year. 

Payments from net earnings were : 

TUE COTE as. os deescccccscscoesesauehaecens 
Interest on bonds...... .. Scam ERR es: wdesekeheh $573,663 
Improvemen's and new equipment 79.552 
Other expenditures 


$878,691 








681,833 

Balance $196,858 

The remarks of the President are very brief, and are quoted 
in full as follows: 

‘* The number of miles of road owned and leased by the 
company at the beginning of the year, including all branches, 
was 713.5 miles. The Cedar Rapids & Clinton Railway has 
been completed by the building of 45.89 miles between Elmira 
and Noels and 2.74 miles branch line at the Cedar River, 
leading to the stone quarries ; total, 48.63 miles. The Chi- 
cago, Decorah & Minnesota Railway has been completed by 
the building of 231/ miles, from a junction three miles south 
of Postville on the Milwaukee Division to Decorah. A branch 
of the Cedar Rapids, Iowa Falls & Northwestern Railway 
has been built from Dows to Madison Junction, on the Min- 
neapolis & St. Louis Railway; total, 41.07 miles. The Cedar 
Rapids, Iowa Falls & Northwestern Railway has been ex- 
tended from Lake Park, Ia., to a junction with the Wisconsin, 
Minnesota & Pacific Railway, near Watertown, Dak., being 
35.82 miles in Iowa, 55.43 miles in Minnesota and 72.87 miles 
in Dakota: total, 164. 12 miles. 

‘* Total number of miles added during the year, as follows: 






PE bdbs. astosesaccenss (abd, Cedceduitnsns tab ...-148.82 
In Miunesota. 55.43 
PN PUCKGS 500 ana cnida daca Gal ncdh wnpeotkancn taker wanes eas 72 87 

I ig is ais wateinaee cabbesean pds aad ewe uaedevebuscueeee 277.12 


‘*The total number of miles operated by the company Dec. 
81, 1884, was 990.56 miles; the average mileage operated 
during the year was 774 (against 701.7 in 1883). 

“The cost of equipment added during the year was $10,- 
774; of improvements made, $68,778; total, $79,552. 

‘*The extensions of the several lines were not completed in 
time to add materially to the earnings of the year. 

‘‘ The failure of the crops along our lines in 1882 and 1883 
depressed our local business. Yet the tonnage carried in 1884 
exceeded by 131,542 tons the amount carried in 1883. But 
this increase being entirely on through business, and carried 





at lesser rates, failed to keep the earnings up to those of 
1883.” 








